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‘The Transandine Railroad. 


"No. 118 Cuampers Street, New York, Feb. 25, 1876, 
To THe Eprror oF THE RAILROAD GAZETTE: 

We beg to hand you herewith some information with regard 
to the proposed “‘ Transandine Railway” of South America, and 
trust you will consider it ¢f sufficient importance to give it 
publication in your valuable journal. The particulars which 
we give below will show the very careful surveys that have 
been made, as well as the fact that Messrs. Clark & Co., of Val- 
paraiso, the projectors of this railroad, have been awarded a 
first-class medal by the Santiago International Exposition, in 
connection therewith. 

“The Judges of the Fourth Sec'ion, Santiago International 
Exposition, commissioned to examine plans, projects, and 
studies or surveys concerning railways, have awarded the first- 
class medal to Messrs. Clark & Co., for their very interesting 

project of the “‘Transandine Rai ” from Santa Rosa to 
Basaos Ayres, and a second-class medal to the eer, Mr, 
Victor Pretot Freire, for his valuable co-operation the sur- 
veys of the railroad. 

‘ List of Plans presented at the ,Exposition.—General plan of 
the survey across the Andes between Santa Rosa, the terminus 
of the Vali araiso Railway, and the town of Mendoza, from the 
surveys of the engineers, Messrs. F. W Davis and J. M. 
Figueron, assisted by Messrs. L. Duval, A. ker and L. Gal- 
way, 1873-75. The Chilian section was surveyed oy the en- 
gineer, Mr, Victor Pretot Freire with the assistance of Messrs. 
De Lacy and Saldivia. : 

‘Plan of the second section, comprising only the Cordilleras, 
surveyed by the same engineers, as above named. 

“ Plan comprising only the Chilian section, surveyed by the 
engineer Mr. Victor Pretot Freire and assistants. 

“Seven plans, comprising the survey between Buenos Ayres 
and Villa pm Mercides, a distance of 681 kilometers [425 miles}, 
with profile and horizontal sections. 

“One general plan of the line between Buenos Ayres and 
Chili. 

“Fifty-two plans of sections, bridges, etc. 

“General plan of the survey between Villa de Mercides and 
Mendoza. 

“ Twenty-three plans comprising the details of abeve, and 
plans of stations, etc. etc.” 

W. H. Crossman & Bro., Reprepresentatives in New 
York of Mesars, Clark & Co., Valparaiso, Chili. 


i Strange Accident. 


Boston, February 24, 1876. 
To THe Eprror oF THE RAILROAD GAZETTE: 

This morning about 5:45, engine No. 7 on the New York & 
New England Railroad began to blow. The engine was stand- 
ing in the engine-house, 6red up ready to go on local freight. 
The watchman looked at the gauge and found it indicated but 
30 lbs. He then went for one of the shop-hands to come and 
see what the matter was. On his arriva] this shop-hand imme- 
diately began screwing down the pop-valves (Richardson’s), 
and continued doing so until he had screwed the nuts % of an 
inch from their former position. At this point an explosion 
took place, and the engine started backwards out the rear of 
the shop, making a hole over 12 feet square, The tender was run 
out its whole length into the yard, dropping about 18 inches as 
it left the house. When the fog caused by the escaping steam 
had cleared away and the engine cooled down, it was discov- 
ered that four stay-bolts had given way, allowing the boiler 
head to bulge out perhaps % of an inch; this bulging opened 
the throttle, and, as the fireman had just put the lever in back 
while he oiled round, the engine started backwards. This, of 
course, relieved the pressure greatly, or else the consequences 
would have been worse. The watchman and shop-hand were 
both on the cab, and were thrown or jumped upon the floor. 
The watchman, striking upon some empty oil barrels, had ene 
or two ribs broken and a severe cut on the side of his head. 
The pops were set to blow at 130 or 135, and had not been 
altered since they were set. Wednesday night, when the en- 
gine came in, the siphon to the gauge was leaking badly, and 
the engineer reported it for repairs. It was taken off, repaired 
and put back, and rubber gaskets were used in the joints. One 
of these gaskets swelled so as to completely fill the pipe, and, 
of course, no steam could reach the gauge. 

Oxtvern D. Stimpson. 








Speed and Load. 











To tHe Eprron or THE RAILROAD GAZETTE: 
While the topic of speed gauge isin my mind, I would en- 


_ 88ge your time a little further. If there is no absurdity in the 


question, and you deem it of sufficient interest to call attention 
the subject, will you propose this query in the columns of 
the Gazette, viz. : 

1. What percentage of wear and tear of track would be saved 
annually on a road having ten freight trains of say twenty 
loaded cars each, passing over it daily each way, if the speed 
could be kept down to within fifteen miles per hour over each 
mile of road, instead of running at the irregular rate of speed 
that it is well understood freight trains almost always do, rules 
to the contrary notwithstanding ? 

2. If with speed at fifteen miles per hour a locomotive can 
haul eighteen loaded cars over a road the maximum grade of 
which is 69 feet to the mile, and with no very difficult curves, 
how many more cars could be hauled should the speed be in- 
creased to twenty miles per hour ? 

Tam aware that the second query is more easily solved than 
the former, since by actual experiment just what could be done 
would be readily shown, provided the speed could be positively 
controlled, as it can be with the speed recorder. 

While I recognize the difficulty of angwering the first ques- 





tion with any degree of accuracy, it occurs to me that there 
are intelligent roadmasters, or observant who are 
able to give some kind of an estimate that would be interesting 
to the railroad public to know. 

I would furthermore be glad to see your own views expressed 
on both questions at such time as you deem proper, for both 
of them involve so largely and sq directly the question, the all- 
emportant question, of economy in railway administration. X. 

[Weare totally unable to answer our correspondent’s first 
inquiry, simply because we have no data from which to 
draw any deductions. If any of our readers have any 
such data bearing on this subject, we would be glad to re- 
ceive and publish them. 

With reference to the second inquiry, it may be said 
that it does not admit of so decided an answer as he seems 
to suppose. The number of cars which a locomotive will 
draw is the number it can take up the steepest grade or 
most difficult place on the road. At 15 miles per hour 
the resistance on a grade of 60 ft. per mile is 30 lbs. per 
ton, and at 20 miles per hour it is 31 lbs. Therefore, ifa 
locomotive could draw 30 carsat the one speed, it could 
draw 31 at the other. But there would be no difficulty in 
drawing 31 everywhere excepting on the steepest grade; 
therefore, all that it would be necessary to do would be to 


run at a slower speed at that place than anywhere else, | te¢ 


which is exactly what is done in ordinary practice. A 
small difference in the average speed has, in fact, very 
little influence on the capacity of a locomotive.—Eprror 
Rarroap Gazerre.] 





Master Car-Builders’ Association—Circulars of Inquiry. 


CIRCULAR NO. 83—UPON IMPROVEMENTS Madge: DURING THE PAST 
YEAR IN THE DESIGN, CONSTRUCTION AND MATERIALS OF CARS. 
To the Members of the Master Car- Builders’ Association 

others having charge of Passenger and Freight Cars: 
GENTLEMEN: At the last annual convention of the Master 
Car-Builders’ Association, it was thought desirable that infor- 
mation should be collected and a record kept of the improve- 
ments made in the construction of cars during the = year, 
and to that end a committee was — to report to the As- 
sociation, as far as practicable, all improvements made during 
that time. In order to enable that committee to make their re- 
rt as valuable as possible, it is desirable that they should 
ve information concerning not only the improvements which 
have pe ee d the past year, but of all such as have 
been pe wr dg LO ed to practical use during that period. 
They es e reports of experiments made to deter- 
mine the value of any inventions, materials or new methods of 
construction. In onder to put their request for information in 


= form of a specific inquiry they present the following ques- 
ons: 


1st.—Have you made, ont or observed, oes the past 
year, any improvements in the construction of any of the vari- 
ous forms of freight, passenger or sleeping or in that of 
wheels, axles, journal-bearings or boxes, trucks, brakes, draw- 


, couplers, buffing arrangements, framing, doors or roofs of th 


freight cars, or in the same parts o er cars, or in the 
= seats, doors, windows, or the method of warming, 
ighting or ventilating such cars? 

2d,—If any such improvements have come under your notice 
or care, you are requested to send the committee a descriptio: 
and if ible, a dra sufficiently clear to enable a g 
mechanic to construct the rovement therefrom. The com- 
mittee will also add that information of new schemes and un- 
developed ideas is not desired, but only descriptions of such im- 
provements as have been mn. put into some ical form, 
— replies should be to the Chairman of Commit- 


Ch as 78 Broad: New York. 
oO, wa ew ior 
itm, 
Chicago, Burlington & Quincy Railroad, Aurora, Ill. 


Harrisburg Car Works, Harrisburg, Pa. 
CIRCULAR NO. 5—UPON DRAW BARS AND BUFFERS. 


At the last annual convention the committee on this subject 
made no r t, but owing to the importance of the subject, 
the committee wascontinued. They, therefore, renew their in- 
— this year, and hope that membeis will reply as early as 

BHIDIE: 

Porat. Which would you recommend as the most economical 
for freight cars—wrought or cast-iron draw-bars ? 

Qd.—-Can you give the committee the first cost, and also the 
proportion of failures of wrought and cast-iron draw-bars ? 

—What should be the plan of attachment at back end of 
draw-bar? Please show this by dra if possible. 

4th.—Do oY know of any plans for se yy or for dis- 

msing with the use of links and pins, or for u a con- 
coon draw-bar, which you think practicable? If s0, please 
describe them. 

5th.—Have you any information as to what it costs your com- 
pany a year for links and pins, and if so, will you furnish it? 

éth.—Do you think the s) « now in general use of suffi- 
cient strength and range of motion; or w you suggest any 
change or improvement? 

Please give the committee any other information bearing up- 
on this subject that you may consider of importance. 

w replies should be to the Chairman of Com- 
ttee. 


F. D. Apams, 
Boston & a 8 ld, Mass. 
No. 113 Liberty street, New York City. 


L. Garey, 
New York Central & Hudson River Railroad, New York City. 


CIRCULAR NO. 6.—UPON THE BEST STYLE AND MOST ECONOMICAL 
TRUCK FOR FREIGHT CARS; BEST POSITION AND HANGING OF 
BRAKES AND POSITION OF BRAKE-SHAFT (RIGHT AND LEFT 
HAND) WHEN STANDING ON THE CAB. 


At the last annual convention the committee et to re- 
port on this subject were unable to furnish as full information 
as was considered desirable, owing to the very few replies re- 
ceived in answer to their circular. to the im nce of 
the subject, the committee was ante and they, therefore. 
reissue their inqurries of last year, with the hope that they will 
receive full replies as early as possible : 

1st.—Do you consider an iron or wood-frame truck the best? 
and what are your principal reasons for prefe. ring one or the 


other? 
2d.—Is a truck with sre fame? in your judgment, 
preferable to one with a e? and if so, or not, please 


state your reasons. 
$d.—Can a locomotive, under all circumstances, start and 
draw more cars with swinging-bolster trucks than with 


rigid 
frame trucks? If you use swinging-bolaters, please send draw- 


ings showing tion of hang: and also state your opinio 
ihe merit of a ss tak “" 
wei i, how a a - e any portion of the 
.—What kind e-bearings consider the best ? 
6th.—Would you recommend for either iron or wood-frame 
trucks a short in the jaw over the boxes ? 
mnt tone lten aa vee a 
uare 
and with what results? ° . ae ee ~ 


.—What distance from center to center of ax] id 
as the best? epuenwors 


recommend 
9th.—Is ‘a center-bearing truck, in ent, easier 
the eae = Bs go then # would be Be yoo Tan of the 
w on the side bearings 
7 a much ie should be allowed on the brake 
rerens hg secure efficient braking and the preservation of 
wheels 
1ith.—Should ht cars have brakes m both trucks ? 
and should such bi be placed outside of the wheels or be- 
tween them ? 
12th.—Are your brakes so constructed and applied as to 
give a uniform or equal e Uy each wheel? If so, 
Pints Which you condertine tet ake 
— ch do you co! e f 
ie ll Cet REI, versa mr 
.—Whic our en t tion for th 
brake shaft ? thowle it bows the right or loft hand corner of 
fsth,- Would jou, with the soosent of 
— ul, e consent 0 su) r offi 
favor the idea of a standard ight carctruck, duplicate in all 
ite ts except wheels and springs? 
replies should be addressed to the Chairman of Commit- 


D. Horr, Chairman, 
New York Central & Hudson “se Railroad, West Albany, N. Y. 


OHN x, 
Lake Shore & Michigan Southern Railroad, Cleveland, Ohio. 


Cleveland, Columb Cincinnati & Indianapolis Railr 
evelan umbus, Cincinna a 
Cleveland, Ohio. n -_ 
CIRCULAR NO. 8.—UPON CAR WHEELS, BEST METHOD OF FITTING, 
FLANGE WEAR AND CAUSES, MILEAGE AND BREAKAGE, &0. 
At the last annual meeting of the Association the undersigned 
were appointed a committee to gather such information as 
could be obtained relative to the subject mentioned above, and 





and =< to the Association at its next annual meeting, such 


ts and general information as may be deemed of interest and 
value to our fraternity. In furtherance of this subject, your 
committee respectfully call your attention to the following in- 
terrogations. Hoping every member of the Association will 
not only reply fully and promptly to these questions, but include 
ub) en of their experience in any way bearing upon the 
subject : 


1st.—Do you finish the wheel-seat of axles s' ht or taper- 
ing? if tapering, how much do you allow in the length of the 


sea 

2d.—In boring wheels Co you run cutters h without 
reaming, or bore with reamers following the cutters in the 
same bo bar? ° 

8d.—What is the maximum and minimum pressure (in 
pounds) required to press the wheels on the axle ? 

4th.—Do you find the flange wear ot wheels in six-wheel trucks 
to be the same in proportion as in four-wheel trucks? if not, 
MT Sitics te bens sods Boe’ Oe grater ailing 

.—Whic our opinion gives the grea 6, 

broad or pesveentnind wheel ? vt 
6th.—Do you use roller side bearings ? if 80, please describe 


em. 
7th.—Please give your theory as to the cause of the wear of 
the flange and eg 
8th.—Are the wheels you are using chilled entirely across the 
tread and flange? if not, what portion is not chilled? 

9th.—Do you wheels not chilled uniformly the entire cir- 
cuinference of the wheel ? 

10th.—Do you pany ight eg -- the : e made by wheels 
under passenger or ent, or do you te the 
mileage from the length of po ary pn ? 

11th.—Do you caliper wheels in order to have two wheels of 
the same circumference on the same axle? if so please describe 
the instrument used. 


Joux Kinspy, Chairman, 
Lake Shore & Michigan Southern Railway, Cleveland, Ohio. 
J. W. Van Houten 
Pennsylvania Railroad, West Philadelphia, Pa. 
W. E. Cuamperuim 
Boston & Albany Railroad. Allston, Mass. 


CIRCULAR NO. 10.—UPON ELLIPTIC, COMBINATION, AND OTHER 
CAR SPRINGS USED ON PASSENGER CARS. 

The committee a ted to make a report on car springs 
desire to submit the following ipqeerten, which please answer 
as promptly and as fully as possible: 

lst.—What kind of spring do you consider as best adapted 
for carrying the bodies of passenger cars ? 

2d.—If an elliptic spring, is used, what distance between 
bands do you think it should have under the car when empty ? 

8d.— t length of spring, thickness and width of mm A 
would you recommend for elliptic springs? and how many in a 
group for four wheeled trucks > 

4th.—What kind of springs would you recommend for equal- 

bare for passenger cars, wha’ eof motion should 
they have, and what should be their location? In answering 
the last inquiry, please give the distance between the centers 
of —. # and the centers of axles. 

5th,— t kind of springs would you recommend for draw 
or buffer springs. 
6th.—Do you think a combination of springs will make a car 
ride better than to have both bolster and wheel springs the 
same make? 

7th.— Which is the best method of hanging a car to make it 
viet Hi used in 

.—Have you or seen use wu passenger cars all 
col, al elliptic, or rubber springs, and which ove the best 


r 
9th.—Which in your opinion is the best wheel and bolster 
8 for freight cars? 


—BSho there be a wheel spring in combination with 
bolster springs for freight cars? 
All replies should be addressed to the Chairman of Committee. 


B. K. Vensrycx, 
Chairman, Chicago, Rock ined a} Pacific Railroad, Chicago, Ill. 
. KE. Garey, 

Harlem Railroad, Morrisania, N. Y. 

D. C, Ricnanpson 
Boston and Maine Railroad, Lawrence, Mass. 

— 

Transportation in Congress. 


In the Senate, Feb. 24: 

Mr, Windom, of Minnesota, presented the memorial of the 
New York Cheap Transportation Association. It sets forth 
that the old common law of highways was based upon the prin- 
ciple of public ownership and private use, but when steam ren- 
dered the construction of a new and improved system of high- 
ways possible this function of Government was delegated to 
associations of individuals without sufficient restrictions and 











safeguards, Theresult is our present inadequate, incongruous 
and chaotic system of transportation, in which mismanage- 
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have been so frequent, that discredit 
ment and irregularities have pe Bed eqnent, ees ; 


anes, Sows willfully disre- 
who do not exercise 
"of fostering commerce in order 
and other interests, 
yet here is an interest which overshadows them 
all, an interest w! 
levy and collect 


3 
i 
: 


have 
they cannot be reached by ordinary me 

advocates a trunk line of railroad between the grain-growing 
sections of the West and the Atlantic seaboard, as a regulator 
tem, that this may be built and owned by the 
leased for the purposes of operation ; or that 
the Government may aid a private company to construct such 
a ded that in consideration of such aid a supervision 
and control is assumed that will properly protect the public in- 
terest. 


Mr. Hamilton, of Texas, introduced a bill, presumably in the 
interest of the Southern Pacitic, as op) to the Texas & 
Pacitic interest. It provides that whenever Moses Taylor, Wil- 
liam E, e, John J. Cisco, Samuel Sloan, John L. Barnes, 

ms, James P, Lloyd and Henry G. Marquand of 
New York; Thomas Allen and 8. H. Laflin of Missouri, and W. 
J. Hutchins, A. Groesbeck, J. D. Giddings and others of Texas, 
or their successors, shall be created a body politic, under the 
style of the Central Texas & El Paso Rail Company, or be- 
come owners of an g charter, they shall be authorized to 
build and maintain a from the western terminus of 
any now completed in Texas at San Antonio, Austin or 
Waco to El Paso. They may bridge the Rio Grande at any 
int within 25 miles of that place. The bill also provides that 
f by that time no California com has built a road to with- 
in 150 miles of the Rio Grande, the gentlemen above named 
are empowered to build westward to meet the California road, 
and enh the Texas & Pacific Company’s land grant for that por- 
tion o' line; but if the California company reaches the Rio 
Grande before they 
miles east of the river, the California someon 
and build eastward on the Texas & Pacific 
junction, ’ 


is to cross it 
and grant to a 





Report of the Kansas House Committee on Railroads. 


Mr. Speaker : Your Committee on Railroads, to whom was 
referred House bills No, 31, “An act relating to railroads, fix- 
ing the maximum rate for carrying freight and passengers in 
this State, prescribing the punishment for violation of its pro- 
visions, and providing for the appointment of railroad commis- 
sioners ;” No. 67, ** An act to provide for the proper regulation 
of railroads, and for the appointment of railroad commission- 
ers ;” and No, 341, “ An act to provide for the establishment of 
a board of railroad commissioners,” have had the same under 
consideration, and instruct me to report the said bills back to 
the House with the recommendation that they be rejected. 
The committee desire to state to the House some of the reasons 
which have influenced them in coming to their decision upon 
these bills. : 

The proposition to create a board of commissioners, with al- 
most unlimited powers over the management, control and 
practical operation of the various railways of the State at a large 
expense, cannot successfully defended, except upon the 
ground of a pressing necessity. ile the committee 
recognize the fact that some means should be de- 
vised’ by which the people of the State shall be able 
to obtain correct information as to the management 
and operation of the different railways, and thus enable 
their representatives to slate intelligently in the correc- 
tion of abuses, if any shall be found, they are not prepared to 
make any recommendation which shall increase the public 
expenditure, unless the necessity be apenas and the abuses 
flagrant. Such a board as is y these bills w 
of little practical utility, unless the State should assume the 
management of its ways to the extent of regulating their 
rates for transportation of passengers and freight. 

The experience of States which have assumed such manage- 
ment, a8 gathered by the committee, has not been of a charac- 
ter to justify Kansas, in view of the comparatively feeble con- 
dition of its railway companies, aud the already oppressive 
burden of taxation, to make a like experiment. 

The proposition to fix arbitrary rates tor the movement of 
the products of the State, the committee are entirely satisfied 
is impracticable ; and at those portions of the State distant 
from competing points, or from the Missouri River, it would 
practically amount to an embargo upon any shipments of the 
products of the soil. It must be borne in mind that the 
great markets which contro] the prices of the productions of 
our State, are far outside its limits, and upon the Atlantic 
seaboard, All freight rates on cercals and cattle are fixed, 
not from the West eastwardly, but from New York, Boston, or 
some other eastern city yon ee j and they are beyond 
the control, not only of the people of Kansas, but of our rail- 
Ways as W 

he railroad companies are 


uite as anxious to secure the 
wheat, corn and cattle of the 


tate for shipment as are, the 
le to ship them. This is evident for one or two reasons : 
‘irst, Their own interest 


oe them in that direction. 
Second, The rates already exis’ 


show it. For instance: 

Corn is carried from St. Louis to New York for fifty cents per 
hundred pounds ; the rate from Kansas City and Topeka to 
New York is the same as from St. Louis; and because the 
reat lines of railway, running to the East, desire to secure our 
arge wheat and corn product, be give to the railwas running 
westward from St. Louis a share of the earnings charged from 
St. Louis (which, however, yields little more than mere 
running expenses), in order t they may bring back such 
articles of necessary use and consumption as our people 
require. A pro rata or fixed rate would put such a tax upon 
the transportation of the corn of Kansas, as to render 
is almost valueless, Under existing rates, corn and wheat, one 
hundred miles distant from our eastern border, bear about the 
same rate of freight as that which is not more than ten miles 
distant. Under any proposition submitted to the committee, 
while the rates from points near the market would not differ 
materially from those charged now, at those more remote they 
would be so far advanced as to practically prevent shipment, 
and thus the cts of the remoter portions of the State 


would be of little or no value. 

Another popular com t to which the committee have 
given much attention from the discrimation of railways 
in their rates between different points. These tions 
appear in every case to be in favor of P esage where competing 
lines come in contact. They arise precisely the same 
cause which reduces prices in every branch of trade or indus- 
try, namely, Tne committee have found no in- 
stance where complain 


wo high; but ee ol ber! are higher at points where | Ia 


there is no where it exists, the ar- 
gument is advanced that the eet have no right 
to make such discriminations. e the committee have 
no intention of deciding upon the question whether railway 
companies have the right to charge more for transportation of 


The inierests of both stockholders and | difficul 


. | pro rata laws in the States of Iowa, 


it is made that the local rates are| My 


freight or merchandise from one point than from another, they 
are clearly of the opinion that fixed rates will not obviate the 
ulty. The result would be that while the local rates would 
remain unchanged, the rates to and from competing points 
would be raised to the prices charged for local business. This 
has been fully demonstrated in the tion of the railway 
is and Wisconsin. 

_ The committee believe it to be impolitic to place any restric- 
tions or burdens on our railway enterprises that will discour- 
age or impede their further development. Vast portions of our 
State are yet without the benefits which are furnished by rail- 
road facilities. They cannot get their products to market be- 
cause wf have no means of transportation. Any legislation 
that shall embarrass or retard the further devolopment of our 
railway system is to be deprecated. While wrongs and abuses 
exist in the management of railway companies, 
they are also found in every department of com- 
merce, trade and _ industry. ose which are 
eppenent and oppressive should be promptly remedied; further 
than this no interference should be permitted. 

Your committee deem it but just to state that the authors of 
the bills were invited to and did submit their views in favor of 
their passage. The railroad companies of the State, through 
their officers, were permitted to submit arguments against 
said bills, and also furnish any information requested by your 
committee. The suggestions of all were taken into considera- 
tion, so that your committee migh. arrive at a proper conclu- 
sion in the premises, 

Your committee have taken more time to examine into the 
subject-matter of these bills, perhaps, than was justifiable un- 
der ordinary circumstances, but the importance of the matters 
and interests involved required a full and fair examination, 
and we have discharged our duties as soon as possible, consist- 
ent with our duties in the House. 

_From the arguments herein submitted, and our examina- 
tions, we think the following conclusions correct: 

ist. We deem it unwise at this time to provide for a board 
of railroad commissioners at salaries, with their clerk, amount- 
ing to at least $11,500 per year, with incidental expenses, extra 
clerk hire, stationery, printing, and office rent, amounting at 
least to $15,000 more. 

2d. That any attempt to fix by law arbitrary rates for the 
transportation of freights, would result in no appreciable good, 
and only injury to the commercial and business interests of the 


have constructed their road toa point 150 | State 


8d. The fixing of arbitrary rates, and their enforcement b 
law, would in effect be to prevent the removal of the wheat, 
corn and cattle of Kansas to the markets in the East—the 
freight rates increasing by distance from the Missouri River 
and the eastern border of the State, so as to greatly increase 
the costs of transportation above what our products can pay. 
But under rates as now charged, and enforced by business 
rules and the laws of trade and commerce, those points distant 
from the Missouri River and the eastern border of the State 
have an equal chance to secure nearly the same prices for 
their products as those within ten to twenty miles of the east- 
ern points. 

4th. The effect of the proposed legislation would be such that 
it would greatly cripple and embarrass the railroads now operat- 
ing in this State, and defeat the building of new and needed 
lines that are so necessary in the newer portions of the State, 
where the demand Tor them is so great, and their building 
almost an absolute necessity. 

Wherefore, your committee are unanimously of the opinion 


‘that the foregoing bills are unwise in their provisions, and if 


enacted into laws, would be detrimental to the interests of the 

people of the State. 
(Signed) G. W. Guicx, Chairman, 

Cuas. 8, ALDRICH. 

8. B. FARWELL. 

J. H. Surra. 

T. A. Husparp. 

D. H. Page. 

D, M. Frost. 

JAMES CHARLES. 

OC. M. Keiioca. 

D. G. CAMPBELL. 

I am clearly of the opinion that the Legislature has the un- 
doubted power to regulate and control by law the operation of 
railroad corporations existing under and by virtue of laws of 
the State, and that the State, through its Legislature, could 
regulate their rates for freight and tariffs. But I agree with 
the committee in its general conclusions that at this time 1t is 
not advisable to attempt such legislation, partly because it is 
so late in the session that it would be impossible to perfect an 
measure that would be even tolerable in its provisions, anc 
partly because it is very questionable whether it would be pos- 
sible at this time to frame a law that would be just in all its 

rovisions, I believe railroads should be treated as private in- 
ividuals—should be compelled to live up to their contracts, 
and to so operate and run their roads as to do justice to the pub- 
lic, and as a reciprocal duty the State owes to them its foster- 
ing care and protection. 
ith this explanation, I subscribe to the report of the com- 
mittee. JosePu H. Tayzor, of the Committee. 


I agree with the committee in their recommendation, but not 
with much of the argument. I believe the Legislature has full 
powes to reget the rates of fare and freights on all our pub- 
ic thoroughfares and “improved highways.” I know all our 
railroads are making unjust discriminations to man 
points. I believe the legislative pas should be exercised to 
ap the peowies but at this late day we have not the time 

mature legislation that will be either just to the railroads or 
the people. Respectfully, 8. N. Woop. 


local 





Mr. Speaker : The undersigned, agreeing with most of the 
conclusions set forth by the majority of the Committee on Rail- 
roads, are of the opinion that the magnitude of the railroad 
interest in the State; the great lack of accurate information 
before the Legislature upon which to found wise and just laws ; 
the great interest taken in the legislation of the country, State 
and national, by railroad corporations ; the magnitude of the 
internal commerce of this country. and the almost unlimited 
power of the combined railroads of our country over the com- 
mercial life of a locality, town or city, alike demand the enact- 
ment of some law, similar in its provisions to that creating a 
railroad commission, now in operation in Massachusetts. 

Respectfully, C. F. Lrrrte, 
J. OC. NicHors. 


: Oeneral Railroad “Mlews. 


ELECTIONS AND APPOINTM ENTS. 


Chicago, Burli & Quincy.—At the annual meeting in 
Chicago, Feb. 23, the following directors were chosen: John 
M. Forbes, Bins Bartlett, John W. Brooks, Charles J. Paine, 
T. Jefferson Coolidge, Boston; Wm. J. Rotch, New Bedford, 
Mass.; John N. A. Griswold, Newport, R. L; Peter Geddes, J. 

. Walker, Robert Harris, Chicago ; 6. E. Perkins, Burlington, 

The new directors are Messrs. Coolidge, Geddes, Harris 
and Perkins, who replace John C. Green, Erastus Corning, Na- 
aniel Shere, C, 8. Colton, J. A. Clifford and John N, Deni- 





son, Coo! age Was a candidate last year, but ‘failed by a 
few votes. Mr, Harris is well known as the present General 
Superintendent of the road, Mr, Perkins was Superintendent 





of the Bur! 
and 
than last year. 


grea 


m & Missouri River road when it was completed 
Vice-President. There are two directors less 


nton & Springfield.—Under the orders of the 
special election was held in —— Ill., Feb. 23, 
when the following directors were chosen: John Marsh, G. M. 
Butler, Lewis Campbell, W. H. North, E. H. Palmer, Thomas 
Bnell, DeWitt County, i; A. J. Alexander, E. Wenger, Iro- 
= County, Ill.; W. B. Holmes, Ford County, IIl.; 6. W. 
lark bg aaah pve DlL.; John T. Stuart, Sangamon peat. 
Tl. The d elected Thomas Snell, President; C. W. Clark, 
Vice-President; R. Butler, Secretary; L. Campbell, Treasurer; 
E. H. Palmer, Attorney. The Morgan Improvement Company's 
stock was excluded. 


Cinewnnati & Baltimore.—At the annual meeting in ‘Cincin- 
nati, Feb. 16, the following directors were chosen: W. T. Mc- 
Clintock, John King, Jr. . W. Scarborough, Robert Garrett, 
John Donnell Smith, John Waddle, Kenner Garvard. The 
board elected W. T. McClintock, President; Charles F. Low, 
Secretary; W. E. Jones, Treasurer. The road is leased to the 
Marietta & Cincinnati. 


Cleveland, Mt. Vernon & Delaware.—At the annual meeting 
in Mt, Vernon, O., Feb. 23, the following directors were chosen: 
Samuel Israel, Charles Cooper, Mt. Vernon, 0.; M. White, Gam- 
bier, O.; Wm. M. Orr, Orrville, O.; Isaac Harpster Millersburg, 
0.; D. W. Caldwell Columbus, O.; Thomas D. Messler, Wm. 
Thaw, Pittsburgh, Pa.; George B. Roberts, Philadelphia. The 
board So-ciecten Thomas D. Messler President, J. 8. Davis, 
Secretary and Treasurer. 


Mt. Pleasant & Broad Ford.—At the annual meeting in Mt. 
Pleasant, Pa. Feb. 28, Charles Donnelly was chosen President, 
with the following directors: Daniel Shuper, Mendes Cohen, 
John King, Jr., Wm. Keyser, G. B. Rathfon, J. B. Washington, 
Charles Webb, Hugh Sisson, George R. Dennis, E. K. Hynd- 
man, Wm. 8. Bissell, Wm. Baldwin. The board elected M. W. 
McCullough, Secretary and Treasurer. 


Northern Central.—At the annual meeting in Baltimore, Feb. 
25, the old board was re-elected, as tollows: M. B. Grens- 
felder, R. Naf rowed M. B. Sellers, 8. M. Shoemaker, 
George Smal]i, Baltimore; Wayne i a, Harrisburg, Va.; 
H. P. Borie, J. C. Bullitt, 8. M. Felton, J. N. Hutchinson, Wis- 
tar Morris, Thomas A. Scott, Philadelphia. The board re- 
elected Thomas A. Scott, President; A. J. Cassatt, Vice-Presi- 
dent; Robert 8. Hollins, Secretary. There were 68,324 shares 
voted on. 

Mt. Sterling Coal Ratlroad.—The board of directors of this 
company, chosen at the annual meeting, Jan. 11, is as follows: 
J. J. Ward, H. E. Shawhan, J. W. Peck, C. W. West, Cynthiana, 
Ky.; J. M. Bent, J. H. Easton, C. J. Glover, Mt. Sterling, Ky. 

r. OC. J. Glover is President; Frank Fitch, Secretary. 

Baltimore & Ohio.—The Baltimore City Council met in joint 
convention Feb. 28 and elected the following city directors in 
this company: J. J. Turner, John F. Wiley, Robert T. Banks, 
Charles E. Waters, Joseph B. Stafford, James Boyle and James 
A. Henderson. 


Parsons, Newton & Ellsworth.—_Th's company was recently 
organized at Topeka, Kan., by the election of R. W. Muse, 
President, and J. E. Duncan, ice-President. The office is at 
Newton, Kansas. . 


Michigan Central.--The appointment is announced of Mr. 
H. D. Ledyard to be General Superintendent, with office in 
Detroit. The office of Assistant General Superindent, vacated 
by Mr. Ledyard’s promotion, will not be filled. 

Toledo, Wabash & Western.—Mr. A. B. Southard has been 
appointed General Agent for Indiana, with headquarters at In- 
dianapolis. Mr. Southard was recently Superintendent of the 
Detroit, Eel River & Illinois road. 

Flushing, North Shore & Uentral.—Mr. A. R. Fiske will suc- 
ceed Mr. I. D, Barton as General Superintendent of this road 
and the Southern of Long Island; he will probably be Super- 
intendent of the Long Island Railroad also. Mr. Fiske has 
had 20 years’ experience as Superintendent in Pennsylvania 
and was for four years General Superintendent of the Northern 
Central. For two years past he has been Manager of Atkins 
Brothers’ iron works at Pottstown, Pa. 


Detroit, Lansing & Lake Michigan.—Mr. George W.Watrous, 
late of the Fort Wayne, Muncie & Cincinnati, has been ap- 
pointed Master Mechanic. 

Utah Southern.—At the annual meeting in Salt Lake, Utah, 
Feb. 19, the owing directors were chosen: Brigham Young, 
Jay Gould, Sidney Dillon, John Sharp, Feramorz Little. Ata 
subsequent meeting of the directors, officers were elected as 
follows: President, John Sharp; Vice-President, Brigham 
Young; Superintendent, John arp; Secretary, Hiram 8. 
Young ; Treasurer, L. 8. Hills. 

Pi & North Adams.—At the annual meeting in Boston, 
Feb. 25, the following directors were chosen: Chester W. 
Chapin, W. W. Tucker, W. 8. Bullard, F. H. Bradlee, Edward 
Jackson. 

Cincinnati & Martinsville—Mr. Joseph T. Greenough has 
been appointed Receiver on application of the creditors. 

Kingston & Pembroke.—Mr. M. Gildersleeve has been re- 
elected President and J. Fraser Vice-President. for the ensuing 
year: 


New Orleans & Texas.—The bondholders of the Western Divi- 
sion, New Orleans, Mobile & Texas, organized this company 10 
New York, Heb. 26, by electing the following directors: John 
P, Lafitte, L’ P. Morton, Charles Moran, George Jones, Henry 
Morgan, Oliver Ames, 2d, Thomas N. Hunt, f F. Terry, Wm. 
Mertens, Joseph Seligman. 


Western, of Alabama.—Mr. H. M. Abbott, of Columbus, Ga., 
has been appointed Auditor in place of H. W. Crittenden, who 
has gone to the Alabama & Chattanooga. 


Delaware, Lackawanna and Western.—At the annual meet- 
ing in New York, Feb. 22, the old board was re-elected, as {ul- 
lows: John Brisbin, James Blair, Scranton, Pa.; John 1 Blair, 
Blairstown, N. J.; A. L. Dennis, Newark, N. J.; Wm. Walter 
Phelps, Englewood, N. J.; George Bulkley, Southport, Conn.; 
Simeon B. Yhittenden, Brooklyn, N. Y.; George Bliss, Wm. E. 
Dodge, Rufus R. Graves, Wilson G. Hunt, Marcellus Massey, 
Percy R. Pyne, Samuel Sloan, Moses Taylor, New York. The 
board re-elected Samuel Sloan, President; Andrew J. Odell, 
Secretary; Frederick H. Gibbens, Treasurer. 


Housatonic.—At the annual meeting in Bridgeport, Conn. 
Feb. 25, the following directors were chosen: Wm. 7h Barnum, 
Salisbury, Conn.; Andrew Mygatt, New Milford, Conn.; Wm. Dz. 
Bishop, Horace Nichols, Bridge rt, Conn; David 8. Draper, 
Samuel Willets, Charles P. Peck, Edward Leavitt, New York. 
The board re-elected Wm. H. Barnum, President; David 8. Dra- 


~ per, Vice-President; H. W. franklin, Superintendent. 











PERSONAL. 


—Mr. D. E. Hervey, formerly Assistant Auditor of the Pitts- 
burgh, Cincinnati & St. Louis, and lately of the Erie Railway, 
died in New York, Feb. 18. 

—Mr, Thomas 8. Ridgway, formerly President of the Spring- 
field & Illinois Southeastern Com pany, and now State Treasurer, 
has announced himself as a candidate for the Republican nomi- 
nation for Governor of Illinois. 
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—Mr, Adley Randall, who died in Buffalo, Feb. 23, was the 
first conductor on the old Lewiston & Niagara Falls 

being appointed in 1839. On the of the Buffalo 
Niagara Falls road he pecame on that road and has 
run on the same line ever since, making him one of the oldest 
conductors in the country. 


—Mr. Philip Heidelbach has resigned his ition as one of 
the trustees of the Cincinnati Southern Railrosa 

—Hon. Nelson J. Beach, who died at Beach’s Bridge, N. Y., 
Feb. 23, aged 76 years, was formerly a well-known ° 
~ — for ae qeseCenat Comeiaae of the State of New 

ork, afterwards Cana. raiser, was for two years Superin- 
tendent of the Hudson River Railroad and hi charge for a 
time of the Rome & Ogdensburg road. For six years past he 
had lived a retired life upon his farm. 

—Mr. Matthew G. Elliott, formerly for some years General 
Ticket Agent of the Vermont Central, died in’ Minneapolis, 
Minn., Feb, 28. For two or three years he has been en- 
gaged in the flour-milling business at polis, 

—Mr. T. B. Sergeant, formerly of the Detroit & Bay City, but 
now General Superintendent of the Detroit, Eel River & Mli- 
oe road, was married recently to Miss Mary A. Hale, of 

ton. 

—Mr, Edward Vernon, formerly General Passenger Agent of 
the St. Louis, Alton & Terre Haute, then the fo rand edi- 
tor of the Official Railway Guide and lately the editor and pub- 
lisher of Vernon’s Railroad Manual and President of the 
Arkansas Central Company, has been appointed Superintendent 
of the Freight Bureau of the St. Louis Merchants’ Exchange, 
and has accepted the position. 


—The Connecticut Republicans have nominated for Governor 
Mr. Henry ©. Robinson, of Hartford, who is a director of the 
New York, New Haven & Hartford, and for Lieutenant-Governor 
Mr. Frederick J. Kingsbury, of Waterbury, who is a director of 
the New York & New England Company. 








THE SCRAP HEAP. 


Railroad Manufactures. 


A car coupler invented by W. V. Perry is now being tried on 
the New Bedford Railroad. It is not exactly a tye but 
is so arranged that the brakeman can stand on the outside: of 
the car and couple the cars, and thus avoid all danger of being 
jammed between the dead-wood. The pin, instead of dropping 
down through the draw-bar, slides down into a curved ve. 
A link is put into the head of one draw-bar and passes through 
the prongs of a fork. When a car is backed up to be coupled, 
the brakeman takes hold of a handle on the eutside of the car, 
holds the link level, and as the cars come together it enters the 
draw-bar, pushes up the pin, passes under it, and the pin then 
drops back into its place, thus coupling the cars. 

The Missouri Car & Foundry Company at East St. Louis is 
building a number of coal and freight cars for the St. Louis, 
Bloomfield & Louisville narrow-gauge road. 

Mr. E. H. Bryant, Roadmaster of the New Bedford Railroad, 
has invented a new safety switch, which is now being tried on 
that road. But one rail is moved, leaving one rail of the main 
track always unbroken. Its operation is somewhat like that 
of the Tyler switch, but Mr. Bryant’s dis made of a steel 
rail, and is therefore he thinks, less likely to break than that 
of the Tyler switch. 

The car works of Gilbert Bush & Co., at Troy, N. Y., are work- 
ing full time and empleying about 300 men. They have on 
hand contracts for 100 cars for a railroad in Chili; for a number 
of sleeping curs for the Wagner er for some sleeping 
cars for the New Orleans & Mobile road; for several passenger 
cars for the Delaware & Hudson Canal Company, and a num 
of cars for the New Yoak Elevated Railroad. 

The Brooks Locomotive Works will have an engine of 3 feet 
gauge in operation on the Centennial gank. 

Steel worss are to be established at Kingston, Roane County, 
Tenn., and the necessary buildings are now aay gem 

The Ohio Falls Car Works at Jeffersonville, Ind., recently 
turned out a number of cars built specially for the tra: rta- 
tion of ice. They belong to the Eugene Ice Company, of Ter- 
re Haute, Ind. 

The Adrian Car Company. of Adrian, Mich., has filed a peti- 
tion in bankruptcy. e assets are stated at $93,894 and the 
liabilities at $160,962. 

The Milwaukee Lron Company has chosen Mr. 8. Warren 
Chase, Secretary. 

It is said that a considerable part of the work of altering the 
Delaware, Lackawanna & Western Company’s engines from 
broad to standard gauge will be given to outside shops; most 
pany to the Dickson Company at Scranton and the Dan- 

orth Works at Paterson. ? 

The Terre Haute (Ind.) Rolling Mill is full of work, with a 
number of orders ahead. 

The Pennsylvania Steel Company's works at Baldwin, Pa., 
are running {ull double tura,and give employment to nearly 
2,000 men in all. 

The Cleveland Rolling Mill Company’s works last year turned 
out 27,000 tons pig iron, 38,000 tons steel ingots, 48,000 tons 
iron and steel rails, 6,500 tons bar, plate and galvanized iron, 
and 8,500 tons spring stee), merchant steel, wire, etc. 

The light rails for the Dayton & Southeastern narrow-gauge 
road are to be furnished by the Cambria Iron Works, of 
sone Hal ty Wilmington, Del 

¢ Harlan & Hollingsworth Company at nm, Del., 
has several orders for passenger cars on hand and the shops 
are full of work. 

The Red Mountain Furnace near Birmingham, Ala., bas 
been made a coke furnace and will soon start up using coke 
made from Cahaba coal. 

The Jackson & Sharp Company at Wilmington, Del., has 
ooue new orders on hand and is employing a considerable 

lorce, 

_ The Hope Iron & Steel Bridge Company, recently organized, 
is putting up shops at Canton, O., for the senators of arch 
bridges on Nalleley’s patent. 

The Barney & Smith Manutacturing Company at Dayton, O. 
=~. received a large order for freight cars for the Central 

c. 

The Lake Erie Iron Company’s mill at Cleveland, O., ran 315 

os last year. 

orter, Bell & Co., at Pittsburgh, have recently received or- 
ders for two narrow-gauge engines to go to Indiana and four 
for New Orleans. ese shops are quite busy, and will be so 
for some time. 

Bowers, Dure & Co., at Wilmington, Del., are building some 
Passenger cars for the New York & Philadelphia New Line, and 

some street cars. 

Mr. W. 8. Brooks, of Joliet, Ill., has been chosen President 
te Jollet Iron & Steel Company, in place of John G. Scott, 

ned. 

1¢ Springfield (Ill.) Iron Company’s rail mill has been 
turning out rails for the St. Louis, Tomes City & Northern and 
the Mobile & Ohio, and is also making a lot of 30-pound rails 
for the Wyandotte, Kansas City & Northwestern road. 


A Heavy Week's Work. . 


wen ered Telegraph says: ‘ The Thomson Steel 

orks, during the week ending Feb. 19, 119 heats, 
mcing 707 120-2240 tons of ingots, bloomed 709 1540-2240 tons 

of ingots, and rolled 560 1 tons of rails, of which 

{renty-five were of 60-foot lengths, for the Beaver —— 4 on 
¢ Fort Wayne Railroad. In accomplishing this ex 





work but eight vessel bottoms were used, an avi e of 
14% sans te each bottom and using bu’ eS la. Teh 


as a fair indication of what these works are capable of doing.” 
A correspondent informs the same paper that the company 

is making some important improvements in th 

plant which will not only reduce the cost of production, but 

also secure a more uniform and perfect metal. 


A Oenductor’s Oheck Book. 

Mr. H. J. Kremer, of has obtained a patent on a 
book for use on railroads as a check to all pecula oral 
ductors. The conductor’s stub must with the 
ticket he sells upon the ae oe the return of both shows the 
eumpeny how many ride without having previously purchased 

ckets. 

An Apprentices’ Locomotive. 

A locomotive is now being built in the Philadelphia & Read- 
ing Company’s shops at Reading, Pa., which is to be sent to 
the Cente: 1, and all the work on which is done by the ap- 


rentices, a large number of whom are employed in the shops. 
tis a freight engine, with 18 by 22 inch cy’ and is of 
com; y, excep 


the standard — in use by the pan that it is 
to be of finer finish than the usual freight en; 
British Rail Experts in January. 

The returns of the Board of Trade show total exports of rail- 


road iron of all kinds, as follows in tons: 


1876, 1876. 
To the United States........ 68 = sass. ai! Ti bbeiee 
To all countries 


Decrease. P.c. 


69 eoce 
SaUsebaahetine 23,580 36,17 12,591 34.8 

The average value per ton was £9 8s. in 1876 against £10 12s. 
in 1875, the average value being 11 per cent. less. 
An Old Railroader. 

The Indianapolis Jaurnal says: ‘Mr. George Lee, of 
eS Se ee ey Se of this city, for a few days. 
Mr. is seventy-two years old, and without exception the o: 
est railroad engineer in this country, Mr. Gwinn, who is credit- 
ed 4 FS of the railroad journals as being the oldest - 

x yes ewes the engine Mr, Lee firstran. Mr. Lee gives 
& very interesti 


account of his first railroad experience 

which was on the Baltimore & Ohio in 1830. e first 
engine was built in York, forty es from mr 
on 


The engine weighed, with its tender, which was a h 
wheels, 74 tons, and was transported from York to Baltimore 
on a sled by twelve horses. e drivers were 36 inches in 
diameter. The whole affair was painted blue. Om one occa- 
sion Mr. Lee made the run over the r which was then forty 
miles in length, at the speed of twelve per hour, and was 
severely reprimanded by the president of the road.” 








RAILROAD LAW. 


Right to Refuse Freight Offered. 

In a recent case the Court of Queen’s Bench of the Province 
of Quebec has reversed the decision of the lower court and has 
awarded damages in a suit brought by a merchant to recover 
snenges for the refusal of the Grand Comten to carry 
cedar lumber offered as freight. The court held that to allow 
the respondents to discriminate either between the individuals 
for whom they would consent to carry goods, or, as they have 
attempted to do here, between different descriptions of 
of the same class, would be to leave at the mercy of the 
company the fortune of every trader on the line of its railway. 
If the respondents could one day refuse to carry cedar lumber 
they might the next day refuse another as of goods, 
and thereby lyze the business of any individual obliged to 
= their railway as a means of conveying his goods or pro- 

luce,” 

If the company could refuse to carry certain merchandise it 
could equally refuse to carry certain persons, and no such in- 
terpretation of its charter could be allowed. 

he decision agrees with previous ones of both English and 
American courts. The Uni States Supreme Court hag de- 
cided that “‘a common carrier is bound to receive and carry all 
the goods offered for transportation, subject to all the r mai- 
bilities incident to his employment, and is liable to an action in 
case of refusal.” 


Kentucky Railroad Legislation. 
Both houses of the Kentucky Legislature have da bill 
providi tthe purchasers of any railroad sold at judicial 


tha 
sale shall become essed of all the rights and privileges con- 
ferred by the stiaieal charter of such nod. —— 


Bhode Island Railroad Legislation. 

A law recently peat by the Rhode Island Legislature and 
approved by the Governor provides that : 

£ No new bridge erected over any railroad hereafter shall 
be lone than 18 feet in the clear, from top of rail to lowest part 
of bridge. 

2. A eoply of good drinking water, with cups, must be kept 
in oa passenger car whilein use, under a penalty of $25 for 
each offence. 


3. Kailroad companies must keep in each nger car and 
always ready for use, a Pail, an ax and an bar; nothing 
but candles or gas shall be used for lighting any such car. 

4. Any person entering on or crossing a ra track at 


an. vate way closed by gates or bars, and neglecting to close 
ay shall be ined net less than $2 or more than $10, and shall 
be liable for any damage resulting from such neglect. 

6. Any person behaving in a disorderly manner, refusing to 
pay fare, or riding on the platform of a car, may be ‘Clocted at 
any regular station. No person shall be put out of the cars ex- 
cept at a station, under a penalty of $100. 








TRAFFIC AND EARNINGS. 





1 Detroit & Milwaukee,. $902,647 $1,161,207 


Kansas City & Missouri, Kansas arte 

and Dawes (Kansas City, St. Joseph & Council Bluft), was ap- 
routes in accordance with the 

rules a committee will meet at the call of the 

chairman. No other chart will be issued. 

Freight Rates. ; 


At a meeting of agents of the trunk lines, held in New York 
recently, it was resolved to abolish all special contracts of every 
description with shippers from and after March 1. The reso- 
lution been referred to the different companies for ap- 


proval. 
A meeting of representatives of the Southern railroad and 


set a econ ecng ot Mee, na ee 
)» wr ( ) 


steamship lines was held in New York Feb, 28 for the p se 
of adjusting the classification of freight, but adjourned without 
taking action. 

Railroad Larnings. 


The following are from the report of the Mai il- 
road Comtlastinae be 1875 and incl all those aaa 


have not been otherwise reported: 
Gross ~ Net Earn. P.o. of 
. nsees, earnings. mile, exps. 
Knox & Lincoln...... $149,029 $7717 $71,612 P33 041 «61.96 
Portland & Rochester. 158,081 ....... 0 cesseees 3,090 


St. Croix & Penobscot 65,112 35,369 19,743 2505 6418 
Somerset..........++. 16,047 16,768 *T21 802 104.49 
*Deficit, 


The following gross earnings are from returns made to th 
Secretary of State of Iowa for the year ending Deo. 31, and ™ 
cludes those roads whose earnings are not otherwise reported: 


1875. 1874. Inc, or Dec, P.c, 

Burlington & South- 
westerD..........6+ 1 $190,675 $126,924 Inc.. $18,261 10.5 
Central, of lowa...... 738,760 642,700 Inc... 96,060 149 


Davenport & St. Paul. 173,656 185,318 Dec.. 11,787 


6: 
Des oines & Ft. ‘ 
bebe obese eoes 163,484 108,831 Inc.. 54,658 50,+ 
Des Moines & Minne- . 
BOOB. 0 cove cccccccece 56,388 20,613 Ine.. 85,775 173.6 
Dubuque Southwest- 
CER ccccvccccccccese 107,069 117,108 Dec., 10,089 8.6 
Towa Eastern........ $2,510 80,749 Inc.. 1,761 6.17 
Sioux City & Pavific.. 186,537 203,479 Deec.. 16,942 68 


Other earnings have been reported as follows: 
Year ending Sept. 3: 1874-75. 1873-14. Inc. orDec, P ¢, 








Utica & Black River... $508,397 $445,451 Inc.. $17,946 97 
Expenses............ 261,661 240,865 Inc,. 10,7906 4.5 
Net carnings........ $261,736 $244,686 Inc.. $7160 3.9 

ngs per mile... 3,472 . Deo,. 262 71 
Per cent of expenses 49.90 49.62 Inc., 037 O07 
Year ending Oct, 1: 

Dorchester & Dela 
WARD. cccccerccescess $24,845 $21,118 Inc,. $3,767 179 
Earnings per mile.. 743 630 Inc.. 1st 
Year ending Dec. 31: 1875, 1874, 

Chicago, Burlington 
& Quinoy........... $11,791,361 $11,646,818 Inc.. $146,043 13 
Expenses........... 6,430,123 = =6,613,619 83,389 13 
Net carnings........ $5,961,238 §5,191,806 $220,492 4.5 
Earnings per mile... 9,399 x 160=CiaALS 
Per cent. of expenses 64.63 140 4.6 


248,560 
Expenses and taxes. 868,461 16,011 80 





re FE|FFFEF | 























Net carnings........ $34,185 $206,796 172,642 63.5 
a? _ mile. . oat 6,001 $ 1316 216 
cent. of expenses. 06.2 82.04 14,17 a 
Intercolonial — New = 
Brunswick & Nova 
DAG e000 ovenve $861,593 F $31,887 838 
Expenses ........... 850,775 1,801,650 450,776 34.6 
Net earnings, or de- aad 
babs c0sbececese a ze RS 
Per cent. of expenses. 98,74 145.68 Dec.. 46.94 
Intercolonial--st.Law- 
COED OY cece vcccons DR ER ithe cs “ccccccdcsnccence bdee 
Expenses ........... EE « 605000686: othacembsboinens esse 
ee Nn coke diccteeeelaemiced + 
Per cent of expenses. BIPAD cocccccces esccccecccceccce oees 
Oil Creek & Allegheny amy 
Me cccc covcccecces 796 $846,852 Dec.. $37,056 44 
Expenses...........+ 570,876 662,120 Inc.. 8,756 «16 
Net carnings........ $238,920 $284,792 Dec.. $45,812 16.1 
Earnings per mile.. 6,684 Y Dec,. 44 
Per ct. of expenses, . 70.50 66.38 Inc.. 4.12 62 
St. Louis, Iron Mt. & 
Southern.........+++ $3,802,041 $3,244,071 Dec.. 568,870 17.2 
Ppescccacccess GEL ob0bngceeb adoectevonesonal ti 
Net Earnings........ $1,780,087 ....0.... sscssccsseeevess ja 
Earnings per mile... 5,552 4,743 Inc.. $808) «17.1 
Per ct. of expenses. . BBB cocrccceed vedcceccocconioee pees 
Month of January : 1876, 1875. 
Cairo & St. Louis..... GEMMEE “cccccceccs coccsecceesecens 
International & Great 
Northern.........++ 141,386 $122,575 Inc.. $18,811 16.5 
Philadelphia & Erie... CUED cbbecsdees edddctecesecoces 
Expenses........+6++ EE .‘eapesaesee: :ecsadb ccdeneeen pees 
Net ecarnings........ GEE! oddsodectd ‘“scdl cdébcoeshbede Sad 
Per ct, of expenses. . GUNES. cccncecone, -cercscecocecdibe ee 
St. Paul & Sioux Vity. 41,471 $23,126 Inc,. $18,345 19.5 
Expenses............ BWMOD  wcccccccce secccvoccsceeces ébb% 
Net carnings........ SEND chnossch socncecosedaae i 
Per ct. of expenses. . CB.00  nececcocee 


Sioux City & St. Paul, 27,716 $10,765 Inc.. $16,901 1877 
Expenses........... $20,661 .......... Asaf 





Net earnings........ $7,076 
oe 74.60 








sate ee natal seesesenne sveecesencencees 
- oy rted as follows for the week ending | chicago, Milwaukee 4” , 
Coal to es are repo as follows for the wee 0, waukee 
Feb. 19: st. sosscessccess $123,000 $86,300 Inc.. $36,700 42.56 
1876. 1875. Inc.or Dec. P.c, | Michigan Central,.... 132,494 120,370 Inc.. 12,124 10,1 
Anthracite .......-ceeseseeees 55,638 168,306 Dec.112,668 66.9| Missouri, Kansas & 
Semi-bituminous, Broad Top TOERB.. + sseceeesses 863 46,986 Inc 17,867 38.0 
and Clearfield........-+++++ 20, ccsseee§ sone ve edewe St. Louis, Kansas City 
Cumberland.........+++++++++ SREEE 4 opsoene. 5. dnvccaprace & Northern....... . 89,073 71,829 Inc.. 17,44 24.0 
Bituminous, Barclay ........ BIB acces —nevccccccce Week ending Feb. 4: 
oni . — Pa..... io cocccee cvecsveeces ‘+ | Great esteem. ...:. +s £16,438 £14,779 Ine.. aie 113 
, Western Pa........-++ ; eeeeee  saseeaeeees ob Weds ending Pub. 8: 
coal lv: Railroad for the mon ‘4 
teats Sanne? © Ge ee aren Grand Trunk.......... £36,200 £34,600 Inc.. £1,700 49 
Tons. Rail Rates. 
sptasestie.. oe ase Rates from ionge to New York, which took effect March 1, 
Coke SESAME TI PS RENE RA IS Es EY have been reduced five cents per hundred on tourth-class 
Se fads: freight and grain, and now stand: 
Total... ccccccccvccccccccccrccccveccevsvescevcesescceseses Class——— 
2 2 3 4 Grain, 
Passenger Rates to the Oentennial. POF 100 ID8..+. ese reeseeees $150 $110 $085 §«6$0 45 Bu ww 


A largely-attended meeting of general nger agents was 
Leld atthe Coates House in Kansas City Mo., Feb. 23, 

agree, if possible, upon a uniform style of ticket and upon uni- 
form rates for tickets from the ver and other com- 
pe points to the Centennial Exhibition at Philadelphia. It 
pee donded to make New York the objective ey for all tick- 
ets. The matter of routes was discussed for four hours, and as 





Flour, per barrel, as usual, is double the grain rates per 


to | hundred. 


The differences to Philadelphia and Baltimore are maintained 
on @ mileage basis, as made last December—40 cents for fourtii- 
clase and 36 for grain to Philadelphia and 384% cents and ‘4 
cents to Baltimore. The long-established addition of tive cents 
per hundred to Boston is also maintained, 
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AMERICAN AND EUROPEAN LOCOMOTIVE ENGI” 
NEERING, 





Last week we made some comments on the design of 
the tank engines built for the London, Brighton & South 
Coast Railway, which were illustrated in late numbers of 
Engineering. Some of these illustrations we have had re- 
produced in order to make the comparison between Amer- 
ican and European practice more clear. 

Figs. 1 and 2 represent the furnace door used by Mr. 
Stroudley in his engines. Fig. 1 is a section and fig. 2 
a view looking at the back end of the engine. The ar- 
rangement consists really of two doors, the one A which 
opens inward and B which opens outward. 3B covers only 
the lower half of the fire hole, while A acts as a deflector 
plate and can be set at any angle by the lever @ and 
notched section Z. A is made of cast iron, and when full 
open occupies the position represented by the dotted lines 
at H, while B may be opened to the position represented 
at I. The arrangement seems to be an excellent one, 
although we are inclined to believe it would be better if 
the door B covered over a larger proportion of the fire 
hole, as the amount of air admitted would be excessive if 
one-half the fire hole were left uncovered. We have here- 
tofore called attention to the advantages of deflector 
plates of, this kind, which are now much used in Europe 
1m various forms. They supply probably the most efficient 
means now known for improving the combustion, and 
have the great merit of simplicity and cheapness. We 
commend them to the consideration of master mechanics 
in this country. 

Fig. 5 represents the method of fastening stay-bolts 
which we described last week. It will be seen that the 
bolt has a square head and a round shoulder underneath, 
and is screwed up hard against the crown-sheet, which is 
dished or set fora circle around the stay-bolt to give its 
head a fair bearing. The nut above the crown-sheet is 


screwed down hard against the latter, and the upper end | dinary 


is riveted over in the usual way on the outside of the fire- 
boa shell. It will also be noticed that the stay-bolts are 
turned down between the two plates to the same diameter 
as the screws of the bottom of the threads. One reason 
given for this is, that it makes the bolts uniformly elas- 
tic through the whole length which is turned, whereas a 
screwed bolt will stretch most at the bottom of the threads 


98 | still grea 
106 | that no cast-iron eccentric-strap has up to this time been let 


and very little elsewhere. This same pfinciple is also 
recognized in the construction of the bolts for the main 
connecting-rods and in those in the eccentric-straps. The 
latter are represented in fig. 6. It will be seen from the 
dotted lines that these bolts have each a hole drilled from 
the head down to near the point to which the thread is 
cut. This hole is of the proper diameter, so that the sec- 
tion of the part of the bolt through which it is drilled is 
the same as that at the bottom of the screw, thus: giving 
the bolt uniform elasticity through its whole length. To 
quote from Engineering : 


“The eccentric-straps are of cast iron, and are made suffi- 
ciently strong to retain their circular form when the strain 
of the valve is upon them. The bolts are placed as 
any 1 as possible to the eccentrics, and are made 
very long, so as to obtain some elasticity. It is found 


that with these long bolts check nutes are unnecessary. The 


pao of the straps at the joints are projected outwards to 
orm cantilevers, and thus still further assist in stiffening the 
strap against distortion. The effect of the arrangement is that 
the wear of the eccentric-strap has almost entirely disappeared, 


and many straps are now running on the London, Brighton & 


South Coast line in express engines, that have been working 
constant] eer of four years, and in goods engines for a 
er length of time; in fact, Mr. Stroudley informs us, 


together on that ry. The surface between the strap and 

eccentric sheave being so — in proportion to the load 
placed upon it enables a film of oil to remain between the two 
metals, keeping them entirely se te. The eccentric straps 
of some of the little six-coupled engines (generally known as 
the Terriers) on the South London line, show distinctly the 
turning too] marks on the inner wearing surfaces of the eccen- 
tric-straps, notwithstandin, _ have run upwards of 150,000 
miles. e are of opinion that if the value of cast iron for ec- 
centric-straps and sheaves was better known it would be more 
appreciated.” 


It sounds rather oddly, here, where cast iron is now and 
has for so long a time been used exclusively for eccentrics 
and straps, to hear its use commended, or, rather, recom- 
mended. 

The coupling-rods are represented by figs. 3 and 4 and 
are thus described in Engineering: 


** These rods are forged solid together with the oil cups, and 
are bored to receive plain cylindrical bushes of gun metal, 
each of which is retained in its place by the tapered pin which 
is forced down and retained in its ' -~ by a set screw 
pinched firmly down upon the top ofit. The ends of these 
side rods are case-hardened, and the bushes are forced in b 
hydraulic pressure. The crank-pins are of iron, case-hardened, 
ground up to a true surface, Many of these pins have been 
working for upwards of four years, and the bushes are a good 
fit still. Mr, Stroudley places great value upon the case-hard- 
ening of crank-pins.” 


The driving boxes are shown by figs. 7and 8. The fea- 
ture of especial interest in their construction is the man- 
ner in which the brasses are fitted. These are made so as 
to have a bearing only 1 in. wide on the top, as shown in 
fig. 7. ‘The side flanges being planed tapered they are 
left free to rock to a slight extent, and can thus follow the 
inclination of the axle when the latter is thrown out of 
level by any irregularity of the road.” With the ordinary 
method of fitting axle boxes and brasses, it is impossible 
for the bearing to adjust itself to the axle when the latter 
assumes an inclined position, as it often does when run- 
ning on a rough road, so that the wheel on oné side is on 
a depression and the other is on an elevation of the track. 

The reversing gear, which is represented by figs. 9, 10, 
11 and 12, will also be novel to most locomotive engi- 
neers in this country, although screw reversing gear has 
been used in Europe for a number of years past. The 
management of this part of Mr. Stroudley’s engines con- 
sist of a three-threaded screw with 1} in. pitch which 
operates a long brass nut between two guides, as shown 
in fig. 9. The screw works upon a button, shown on the 
left side of fig. 9, and is turned by a wheel and handle at 
the other end, also shown in fig. 9, but with a part 0? the 
wheel broken away. The reverse rod is connected to the 
nut on each side and with the arm of the reverse shaft at 
other end. On top of the nut is a stud which works in a 
slot in the upper guide. This stud is furnished with a 
screw and what is called a locking handle, with which it 
is clamped in any position in order to take the strain off 
the screw-threads when the engine is working. It is,. 
perhaps, true that reversing gear of this kind cannot be 
operated as quickly as an ordinary reverse lever, but the 
difference is not as great as is usually supposed. With 
the screw illustrated in the engraving, the nut to which 
the reverse rod is attached can be moved through its 
travel by seven revolutions of the wheel. Such gear has 
the very great advantage of being able to regulate the 
position of the cut-off with the greatest exactness. 

A very curious provision is made in these engines for 
equalizing the admission of steam into the cylinder. This 
is perhaps best explained in the language of Mngineering: 

“The centre of the valve face is placed somewhat forward of 
the centre of the length of the cylinder, so that the combined 
ecgently of the ports and cylinder up to the point of cut-off in 
ordinary working que is the same for both the forward and 
backward stroke. Thus, in the engine under notice, the centre 
of the valve face is 1% in. in front of the centre of the cylinder, 
thus adding 1% in. to the — of the back parts, the ca- 
nay of this fength of front being just sufficient to compen- 
sate for the difference in the position of the piston at the or- 

i point of cut-off during. the backward and forward 
strokes due to the angularity ef the connecting-rod. This 
sevenqesnanh ives a very even ‘beat,’ and is adopted by Mr. 
Stroudley on all his engines.” 

While there is much to commend in the design of these 
engines, there are also many features that it would be very 
difficult to have adopted in this country. Chief of these 
are the inside cylinders and crank axles. That method 


of construction is entirely obsolete in this country. The 








rigid wheel base is also a feature which, as we have 
already pointed out, would make the engines unsuitable 
for American roads. Plate frames have gone quite 
out of use here, but for engines of the class 
illustrated, this form of construction has some decided ad- 
vantages for the back end of the frame, or that portion 
along the sides of the fire-box, as it enables the latter to 
be made considerably wider than is possible when & 
“solid” frame is used throughout. Whatever conclusions 
may be drawn from an examination of the design of these 
engines, we believe it is true that American locomotive en- 
gineers and master mechanics would derive very great ad- 
vantage from carefully studying the design, especially in 
the details, of European locomotives. At present a gener- 


al stagnation seems to prevail among our mas- 
ter mechanics. The only change seems to be 
in some of the minor details of locomotives, 


and with the exception of the new pattern of Consolida- 
tion engines for the Pennsylvania Railroad, there has beeu 
no attempt at improvement in the general design for years 
past. The use of the Allen valve, the Walschaert valve 
gear and ot furnace-door deflectors, now so generally used 
in Europe, is almost unknown here, and the ignorance of 
many master mechanics of such subjects as these, about 
which they should be thoroughly informed, is often piti- 
able. Many of them do not even know the names of books 
with the contents of which they should be as familiar as 
with their daily duties, and of the great wealth of knowl- 
edge which is supplied weekly in the current European 
technical literature they are as profoundly oblivious as 
though no such thing existed. 

There are of course some marked exceptions to this, and 
occasionally a man occupying a responsible position can 
be found who is a student as well as a practical man. 

The cause of the condition of things we have described 
is difficult to point out, but that it does exist we think is 
indicated by the almost Chinese uniformity of design 
which American locomotives have assumed. It is hopeless 
to expect much change in this respect until a knowledge 
of the science, as wellas of the practical details of his pro- 
fession, shall be regarded as a qualification for holding 
the responsible positions which many now hold apparently 
with none of the first and little of the last. 








AMERICAN IRON PRODUCTION. 


Aside from the importance of iron manufactures as pro- 
ducers of the chief raw material for the construction of 
railroads, they have a special importance as supplying the 
latter with a large amount of traffic. The iron manufac- 
tured in this country forms a tonnage exceeded by but a 
few other products transported, and probably the materials 
of which the iron is made are three times as heavy as the 
product. Usually either the coal or the ore has to be car- 
ried some distance to the blast furnace, and frequently 
both, and a great deal of this carriage is by rail. These 
raw materials usually do not move very great distances by 
rail, it is true; but the manufactured iron does. The 
movement of the latter does not depend so much on the 
amount of domestic production; but the traffic in raw ma- 
terials does so almost wholly. There are nowseveral rail- 
roads in this country whose chief traffic is iron ore or coal 
going to blast furnaces. Two lines in the Upper Penin- 
sula of Michigan have hardly any other reason for exist- 
ing than the transport of Lake Superior ore; and inthe 
vicinity of Cleveland and Pittsburgh several roads which 
have a considerable miscellaneous traffic yet can hardly be 
prosperous without activity in the iron works. The roads 
thus dependent on iron traffic are chiefly those in a few 
iron manufacturing centers. The chief of these are the 
anthracite districts of Eastern Pennsylvania, where the 
great railroad business is coal carrying, and the iron busi- 
ness has relatively less importance, though the greatest in 
the country; the bituminous coal districts about Pitis- 
burgh, the Mahoning district, in Northeastern Ohio; the 
Hanging Rock district in Southeastern Ohio and Eastern 
Kentucky; the block coal district in Central Indiana from 
Indianapolis to Terre Haute, where manufacturing has not 
yet made much progress; the St. Louis district, both in 
Missouri and in Illinois, opposite, and the vicinity. There 
are most promising fields for manufacturing iron in West 
Virginia and in Alabama; but the business has not yet 
made such progress there as to furnish much work to car- 
riers. A great business in ore, with some manufacturing, 
is carried on in the Lake Superior country; and there is 
something like a manufacturing center at Chicago, distant 
from ore and not very near coal, but with excellent means 
of getting both cheaply. 

By the returns made to the American Iron and Steel As- 
sociation for 1875, compiled by Mr. James M. Swank, its 
Secretary, and just published, we are able to see where 
the iron manufactures are. These show that in the entire 
country at the close of 1875 there were 713 blast furnaces 
with capacity for an aggregate production of 5,439,230 
net tons of pig iron. Pennsylvania had 41 per cent. of 
this capacity; the States further east 14} per cent.; the 
States west of Pennsylvania and north of the Ohio River, 
$2} per cent.; the Southern States, beginning with Mary- 
land (which more properly belongs with the Middle 
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States), 12 per cent. The States having a capacity for 
more than three per cent. of the whole, or 163,200 tons of 
pig, are seven in number: New York, 9} per cent.; New 
Jersey, 3§ per cent.; Pennsylvania, 41 per cent.; Ohio, 
16 per cent. ; Dlinois, 34 per cent.; Michigan, 5 per gent. ; 
and Missouri 4 per cent, 

The manufacture of finished iron is somewhat more 
generally diffused, as it depends less on the presence of 
the raw materials. At the close of 1875 58 per cent. of 
the total rolling mill capacity of the United States (4,189, - 
760 tons) was in Pennsylvania and further east—38.7 per 
cent. in Pennsylvania. There was 32 per cent. in States 
west of Pennsylvania, and 10 per cent. in the South. 
The leading manufacturing States were Pennsylvania, 
38.7 per cent.; Ohio, 15.1; New York, 8.6; Illinois, 7.7; 
Massachusetts, 4.2; New Jersey, 3.4; these six States 
having 77.7 per cent. of the total capacity. 

The rail rolling mills are somewhat differently distrib- 
uted. A larger proportion are in the West, where the 
lack of pig is at least partly made up by the abundance of 
scrap; it being more wasteful to carry rails from the 
Missouri to Pennsylvania to be re-rolied and thence 
back to be used, than to buy the iron new in Penn- 
sylvania, where at least it has to make the 
long journey but once At the low rate of 
40 cents per hundred, it would cost $16 a ton to 
carry rails back and forth, or more than a third of the 
present Cleveland price. ‘This is reason enough for the 
rapid growth ot rail mills in the West since the war. Thus 
Pennsylvania, which has 41 per cent. of the blast furnace 
capacity and 38.7 per cent. of the entire rolling mill ca- 
pacity, has but 35.3 per cent. of the rail mill capacity 
(total for the United States, 1,940,300 tons). And Penn- 
sylvania and the States further east have 50 per cent. of 
the rail mill capacity, the States further west, 43 per cent. ; 
the Southern States, 7 per cent. Three-quarters of the 
whole is in four States—35.3 per cent. in Pennsylvania; 
15.7 per cent. in Nlinois; 15.6 percent. in Ohio, and 8.7 
per cent. in New York. Next following are Indiana, 34 
per cent.; Maryland, 3 per cent.; and Missouri, 2.6 per 
cent. It isa remarkable fact that Illinois, which but a 
few years ago had no rail mill, now has capacity for 305, - 
000 tons yearly, and for more than any other State except 
Pennsylvania. 


All the figures here given are for capacity of works and 
not for actual production. The latter last year was doubt- 
leas very much below the capacity; but, moreover, the 
capacity is greatly in excess of the consumption of the 
country in its most prosperous years—in the years of the 
most lavish use of iron, when 7,300 miles of track was 
laid in a single year and the manufacture of rolling stock, 
bridges, and a great many other iron structures were 
greatly in excess of any probable actual average consump- 
tion for many years. This makes it probable that, grant- 
ing that there shall continue to be no foreign supplies, 
the country is abundantly supplied with iron works. We 
could not possibly use all their product if they should all 
keep at work continuously. We may expect a revival in 
iron industries, but hardly a revival in the establishment 
of new iron works. For eight years after the war there 
was a great increase in these works, and it seems probable 
that there has been an over-supply, something like that of 
new railroads. Carriers as a whole, then, cannot safely 
count on a great and rapid development of their iron 
works traffic.- The American works already supply the 
home market, and unless they can contrive to manufacture 
for export (of which there is no prospect at present) their 
production can grow only with the home consumption. 

It by no means follows that there will be no new iron 
works. Doubtless no inconsiderable proportion of the 
works which go to swell the total capacity of the United 
States are such as can never produce advantageously when 
the margin for profit is narrow. During the three years 
preceding the panic, almost any works, however inferior 
in plan or unfavorably situated, could make a good profit 
on its iron. Now, only those wisely planned, skillfully 


managed and favorably situated can avoid serious losses. |: 


Evidently there will be survival of the fittest in iron works 
as in other organizations and industries. Those not 
adapted to their environment must fail. Now, the fact 
that there is an aggregate capacity for more iron than we 
need does not prove that there are works enough able to 
produce economically to supply the demand in reasonably 
prosperous times. We may believe that there are enough 
to supply the demand of these times; for we see them 
eagerly contending to supply all orders they can get at 
prices so low as practically to exclude imported iron. 

We believe that since the panic the Western works have 
been on the average busier than the Eastern, which indi- 
cates that they have an advantage at present; and as it is 
that part of the country which grows fastest, this advan- 
tage will be likely to increase rather than decrease. Then, 
too, there are new mineral districts which may be devel- 
oped hereafter in spite of an excessive productive capacity 
in existing works, Still, these works will tend rather to 
change the place of production than to increase the 
quantity. Until recently there was a large importation of 
iron and there was room for a considerable increase in 
American works before they could satisfy the home con- 


sumption. This increase was very rapidly made, however, 
but, unfortunately not until after the demand had culmi- 
nated. For years before the panic the iron industry was 
engaged in catching up with the demand. It has fairly 
caught up—has, indeed, got ahead—and hereafter it will 
need only to keep up with this demand, unless, indeed, 
the way should open to supply some foreign countries. 


An Accidental Test of the Strength of Rails. 


A gentleman sends us a copy of the following letter 
which he had obtained from the Cambria Iron Company, 
and which certainly chronicles one of the severest tests on 
record : 

Grand Rapips anp InpianaA RamRoap Co., OPERATING 
THE CINCINNATI, RicuMonD & Fort Wayne, 
AND TRAVERSE CiTy RAILROADS, 
. Granp Rapips, Mich., Feb. 18, 1876. 
Hon. D. J. Monnetyn, General Manager Cambria Iron Works, 

Johnstown, Pa.: 

Dear Six: We had a singular occurrence last week, which 
will interest you particularly. 

The flood breke through embankment on the Cincinnati, 
Richmond & Fort Wayne road, making opening of 12 feet in 
length and nearly same in depth, Fortunately it was spanned 
by two of your rails, and they carried engine and train safely 
over. The top of the rails was cracked, but the foot was per 
fect. It wasa freight engine, 30 tons. The engineman first 
saw the danger when immediately over the break, had sense 
enough to avoid touching the throttle, and so did not give any 
new shock. The conductor went back as soon as the train had 
passed over, and stepped the distance, making it 12 feet. 

Hastily, your friend, 
W. O. Huouart, President. 

Our correspondent, in sending the letter, calls attention 
to a passage in Jules Verne’s amusing ‘‘ Tour of the 
World in Eighty Days.” The hero had made a bet in Lon- 
don that he would complete the journey around the world 
in eighty days. He started eastward, and was on the way 
to Omsha, with little time to spare, on the Union Pacific 
Railroad, approaching the bridge over Medicine Bow 
River, when the train was halted by danger signals and 
the signalman informed the engineman that the bridge 
was shaky and would not bear the weight of the train. It 
was @ suspension bridge, and several of the wires had 
broken. ‘The engineman suggested that there would be 
a chance of crossing safely by running at the highest 
speed; his ,proposition pleased the passengers (with 
their proverbial American recklessness), it was finally de- 
cided to try it; and Verne describes the passage thus: 


“The passengers took their seats again in the cars. Passe- 
partout resumed his without saying anything of what had oc- 
curred, The players were entirely absorbed in their game. 

“The locomotive whistled vigorously. ‘The engineer reversed 
his engine, and backed for about a mile : returned like a jump- 
er who is going to take a leap. 

“Then, at a second whistle, they began to move forward. 
The speed increased; it soon became fearful; but a single 
puffing was heard from the locomotive ; the pistons made twen- 
ty strokes to the second ; the axles smoked in their bearings. 
They felt, so to speak, that the entire train, moving at the 
rate of 100 miles an hour, did not bear upon the rails. The 
speed destroyed the weight. 

‘And they crossed! It was like a flash. of lightning. They 
saw nothing of the bridge. The train leaped, we might say, 
from one bank to the other, and the engineer could not stop 
his train for five miles a the station. 

“But the train had hardly crossed the river when the bridge, 
already about to fall, went down with a crash into the rapids of 
Medicine Bow.” 


{It is remarkable that what Jules Verne intended as a strik- 
ing anecdote in an exaggerated tale of wonders, should 
have something like a parellel in this experience of an In- 
diana railroad ; though, to be sure, a twelve-foot gap in a 
road-bed is not quite equal to Medicine Bow River. —Ep1- 

















Record of New Railroad Construction. 


This number of the Railroad Gazette has information of the 
laying of track on new railroads as follows: 

Columbia & Port Deposit.—Track laid from Columbia, Pa., 
southeast to Safe Harbor, 10 miles. 

Pueblo & Arkansas Valley.—Extended from Chico, Col., 
west to Pueblo, 12 milos, completing the road. 

This is a total of 22 miles of new railroad, making 224 miles 
completed in the United States in 1876. 











Tue Six-Fezt GavuGe evidently is about to disappear in this 
country. Only three considerable railroads havo this gauge 
now, and two, the Atlantic & Great Western and the Erie, have 
long announced their desire to change, and their intention to 
do so as soon as means could be had. The third, the Delaware, 
Lackawanna & Western, was supposed to be satisfied with its 
gauge. Its business is chiefly coal traffic, and it feels the need 
of interchanging cars less than do lines with a larger mixed 
traffic. Doubtless it has been thought that the Erie and 
Atlantic & Great Western might find a market for some of 
their 6-feet engines on this road after the former lines had 
been changed to the standard; but now, evidently, they will 
be the last roads of their kind, and will have no possible cus- 
tomers for their wide rolling stock. 

There are two reasons why the Delaware, Lackawanna & 
Western should at last make this change. One is the 
better opportunity for finding a market for its coal at 
New York and points distant from its line and frém 
New England points not far from tide-water. The 
latter especially, can get their coal so cheaply by sea 
that itis not possible to supply them advantageously by an 
all-rail route without eliminating all unnecessary expenses from 





the latter, among which must be reckoned the transfer from 
car to car. Another is the approaching completion of the 


Rome, Watertown & Ogdensburg’s Lake Ontario Shore road. 
When this has made a connection with the Canada roads west 
of the Niagara River, it will be able to compete for a share of 
the through freight between New York City and the Northwest, 
if the Delaware, Lackawanna & Western will afford it a southern 
outlet, _The outlet would not be worth much if it were of an 
exceptional gauge; but the change to the standard will com- 
plete a line 473 miles long from New York to Lewiston, over 
which the freight cur coming from Canada roads may pass 
without obstruction. This line, too, can be easily shortened by 
making a cut-off past Oswego, so as to be but about 440 miles 
long, or about the same as the New York Central. 








Counci, Biurrs seems to have finally conquered in its strug- 
gle to compel its acknowledgment as the legal terminus of the 
Union Pacific Railroad. The United States Supreme Court last 
Monday rendered a decision affirming the decision of the Cir- 
cuit Court that it is the duty of the company to operate its 
whole road as one connected continuous line, and that its 
bridge over the Missouri between Council Bluffs and Omaha 
must be treated as part of that line. This will prevent the 
charging of a separate toll for the passage of the bridge, but 
probably will not necessarily compel the making up of trains in 
Council Bluffs. The railroad company, apparently, has no very 
great interest in making one town rather than another 
ite starting point. It has, or at least it used to have, a large 
amount of landin both towns; but a tew years ago Omaha 
agreed to give the company a considerable subsidy if it would 
agree to make its permanent terminus there, and maintain these 
its chief officesand shops. This decision may prevent the com- 
pany’s performing this contract in all particulars, and it may lose 
something on that account. The contest between the two towns 
on this subject has been as fierce as a war, though their fortunes 
probably do not so much depend upon the decision of the 
question as their citizens have thought. Evidently the arrange- 
ment recently in force, by which the bridge is worked asa 
separate railroad, is a clumsy one., Either the Iowa roads 
should run their trains over the bridge into Omaha or the 
Union Pacific should start its trains from Council Bluffs; but 
for either party to have done this voluntarily would have al- 
most made a war with the people of the aggrieved town. 








Tue Repuction in East-BounD Rates which went into ef- 
fect last Wednesday brings down the charge from Chicago to 
New York from 45 to 40 cents per hundred for grain and from 
50 to 45 on fourth-clase freight. The rates to Philadelphia and 
Baltimore are continued in proportion to mileage, as they 
were made last December, and Boston rates are made five 
cents more than New York rates, as heretofore. The differ- 
ences from competing points south of Chicago are, presumably, 
maintained; and the movement is not, as has been reported, 
in favor of Chicago especially. Indeed, Chicago is more likely 
to lose than to gain by very low winter rates. If 
grain moves freely in winter, a large part of it is 
sure to pass south of Chicago, unless discriminations 
are made in its favor; but if the grain is held until 
navigation opens, then most of it (with ordinary lave rates) is 
sure to go to Chicago or other lake ports for shipment. Chicago 
merchants are apt to forget that while Chicago in summer may 
have the cheapest route between the Atlantic and points as far 
south even as Springfield, in winter it has not; or, if the route 
is made cheapest in charges, it must be done artificially by 
the railroads accepting a smaller profit on Chicago shipments 
than on those from points further south. 

The reduction is probably made to secure a freer movement 
of grain before the opening of navigation. If lake rates some- 
thing like those which prevailed last year can be had by hold- 
ing grain about six weeks, there would be a strong disposition 
to make no rail shipments at the winter rates. Still, the move- 
ment has been a good one so far this year—larger than ever 
before except in 1874, when there was a pressing foreign de- 
mand, 








Kansas is the last State in the Union that should complain 
of railroad discriminations and extortions. It has virtually 
been made by railroads. They alone have given value to its 
land, attracted the large immigration that has of late years 
made it comparatively populous, and they alone have made 
production profitable there. They need not be thanked for 
that if they have made good returns to their owners meanwhile. 
So far is this from the case that not one of the many companies 
has been able to keep up the interest on its bonds, and but one 
is paying now. The railroads make absolutely no return to 
their proprietors. That the people of a State should complain 
of the conduct of capitalists who are giving them the use of 
railroads costing many millions for nothing, scems incredible. 
Still, some have done so. 

A committee of the lower house of the Kansas Legislature 
has lately had to consider bills providing for the restriction of 
the rates charged by the railroad companies. This committee, 
however, made some inquiries into the facts, and finding that 
grain rates from Kansas City and Topeka to New York were 
the same as from St. Louis, and that this enormous discrimina- 
tion in favor of Kansas alone makes it possible to grow g:ain 
there at a profit, they concluded that they had not much to 
complain of, and that the law should not be passed. 








A Meerine or Manacers or Trunk Lines is being held in 
New York as we go to press, the Baltimore & Ohio being repre 
sented as well as the lines further North. No results are re- 
ported as yet, but it is supposed that the object of this meet 
ing is te agree upon a schedule of freight rates for the spring 
business. 





Tax Ram. Mitts of rae Unrrep States, according to the 
report of the American Iron and Steel Association, corrected 
down to the beginning of this year, have capacity sufficient 10 
produce yearly 1,940,300 tons of rails. This amount in rails of 
the commonest (and near the average) weight of 56 lbs. per 








yard would be sufficient to lay 19,500 miles of track. The mile 
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age of railroad in the country is now something more than 
74,000 ; the mileage of track probably not 90,000. At the latter 
estimate, the rolling mills of the country can produce rails 
enough to renew all this track every 4% years, provided 
none is required for new construction. If 8,000 miles of new 
track should be constructed yearly, there would be productive 
capacity remaining sufficient to renew 16,500 miles yearly, or a 
total renewal in 54% years. 








Tue Texas & Pactric Rauway Brut has apparently come 
to an end for this session of Congress. A telegram, Wednes- 
day, reports that it was that day indefinitely postponed by vote 
ef the House Committee on Pacific Railroads, to which it had 
been referred. This vote also included the Southern Pa- 
cific bill. It is not safe to conclude that the vote 
of the committee represented the convictions of the 
House, or even of the committee itself. If the bill had passed 
by a vote of either party, the other would inevitably have 
made use of it in the coming Presidential campaign with con- 
siderable effect. It was a question likely to divide parties al- 
ready much distracted, and doubtless the party managers con- 
cluded that it would be safer not to have it come up for dis- 
cussion, which this indefinite postponement will prevent. 


Cueap Rares are remarked upon in the report of the Kansas 
House Railroad Committee’s report on a proposed law restrict- 
ing rates. This report states that the rate on corn from To- 
peka to New York is 50 cents per hundred, which is also the 
St. Louis rate. The shortest route from Topeka to New York 
is 1,405 miles, and the rate per-ton per mile by tnis route is 
thus 0.712 cent ; but a route by which a conside:able part of 
this traffic moves is 1,493 miles long, and the average rate is 
thus 0.663 cent per ton per mile. 


i] 


®eneral QRailroad Wews. 
OLD AND NEW ROADS, 


Detroit & Milwaukee. 

The De'roit Tribune of recent date says: ‘Messrs. G. V.N. 
Lothrop and George Jerome filed, Saturday afternoon, the 
answer of the Detroit & Milwaukee Railroad Company to the 
first mortgage foreclosure suit instituted in the Wayne Circuit 
Court several mon‘hs since by Hon. J: hn Owen. e answer 
does not deny any of the main allegations of the Srna but it 
seeks to show that a sale of the property included in the mort- 
gagesreferred to can be had, subject to the prior liens of the 
mortgages made by the Detroit & Pontiac Railroad Company, 
without prejudicing the rights of any party concerned.” 

Receiver Trowbridge reports for January as follows: 








Ce hramd Fam. bs visccceccecevescvcce cgces-pvevescsseevesces $39,623 05 

Received from passenger and freight traffic.............. 61,030 89 
“ BEEP GONG. 6000054 nce veer éheseoneete es 1,408 4 
WOE. .cccccecccncnepcccestacs sonceenherecseassoete $102,062 34 

Disbursements for the month.........-..cceeccccceceseeee 62,310 04 
Balance to February..........ccccscecvescccescevees $39,752 30 


The receipts were $129.25 in excess of the disbursements. 


Parsons, Newton & Ellsworth. 

This company was organized at a yay Ba in Topeka, 
Kan., Feb. re The capital stock is to be $5,000,000. The line 
is from Parsons, Kan., on the Missouri, Kansas & Texas, west 
and north to the Kansas Pacific at Ellsworth, about 200 miles, 
crossing the Atchison, Topeka & Santa Fe at Newton. 


Indianapolis, Bloomington & Western. 

Receiver Wright announc®s his inability to pay a further div- 
idend on the back pay-rolls until April 1. though the earn- 
ings of the road for some time past have been large, all surplus 
above current expenses will be needed to pay receiver's certifi- 
cates falling due March 15. 

The Receiver has contracted for 300 tons of steel rails, to be 
delivered in March. They are for use in renewals of track. 


Tilinois Railroad Taxation. 

The cases of the Chicago & Alton, the Chicago, Burlington 
& Quincy and the Toledo, Peoria & Warsaw com nics, to en- 
join the collection of the tax on capital stock levied under the 
aw of Illinois, came up this week in the United States Supreme 
Court, on appeai from the Circuit, and ar ents were heard. 
The essential point is the same in all the cases and they will 
probably be decided together. 


Northern Oentral. . 

At the annual meeting in Baltimore, Feb. 25, it was voted 
to approve the issue of $5,000,000 in 5 per cent, bonds under 
the second general mortgage; to authorize the exchange of 
$3,000,000 of such bonds for the same amount of the ineome 
bonds of 1872, and to issue $1,000,000 convertible bonds under 
the same mortgage.in exchange for the income bond of 1870. 

There was some discussion as to instructing th d to 
me a 3% per cent. dividend, but the motion was finally with- 
drawn. 


Columbia & Port Deposit. 

Track has been laid from Columbia, Pa., southeast down the 
Susquehanna to Safe Harbor at the mouth of Conestoga, a dis- 
tance of 10 miles. Regular trains will be put on before ‘long. 


Maine General Railroad Law. 

The general law pee for the organization of railroad 
jem | er has passed both houses of the Maine Legislature 
and has been signed by the Governor. The bill permits the 
organization of a railroad company by any number of persons 
not leas than 10, a majority of whom must be residents of the 
State. It prescribes rules for the organization of companies, 
location of roads, condemnation of lands and other n 
proceedings. The Railroad Commissioners are to have a gen- 
eral supervision over such proceedings. 


™ Oenteal Vermont and Rutland Settlement. 
_ £he stockholders of both companies held special meeti 
in Bellows Falls, Vt., Feb. 26, and voted to ratify the me 
ment for » settlement of the differences between the two com- 
panies, a full summary of which was given last week. The 
*greement will how be carried into effect, unless the Vermont 
& Company should take some action to prevent it. 
Rockford, Rock Island & St. Louis, 
survey has been be of the proposed extension from 
Sterling, fll., northeast 10 Rockford by way of Polo. 
Mt. Sterling Qoal Road. 
8 road is now being built by a construction company com- 
of the leading stockhojders, The sae to 
April 1, and 18 


MA 15 miles of road completed and ironed 
miles in operation by July 4, The road is of d-feet gauge and 


is laid with strap-iron %4x2% inches on 7x6 inch oak stringers, 


| Lake Superior & Miesiostenl. 


The completion of 18 miles of road will tap a vein three feet 
thick of a good p manap Aare also a region of fine timber, such 
as white oak, yellow pine, etc. Mt. wx the starting pa 
of the road, is the present terminus of the Lexington & Big 
any road, now operated by the Louisville, Cincinnati & Lex- 
mn, 
Paris & Danville. 
The demurrer to the application for a mandamus _ to enforce 
the delivery to the com: of the bonds voted to the road b 
the town of Danville, been sustained by the Circuit 
Court. The Court holds that the company did not comply with 
the conditions of the vote granting aid. ‘ 


Fishkill & Newburg Railroad & Bridge Oompany. 

A company by this name bas been organized at Newburg, 
N. Y., for the p of building a bridge over the Hudson 
River from Storm to Breakneck Mountain, with a railroad 
connection to Newburg. The incorporators are chiefly resi- 
dents of that city. 


Lake Ohamplain and St. Lawrence Junction. 

The completed section of this road from the Grand Trunk 
crossing at St. Hyacinthe, P. Q., south by east to St. Pie, 10 
mn, was formally a0 for traftic Feb, 23. The road, when 
one eted, will extend from Yamaska on Lake St. Peter, south- 
ward to Phillipsburg on Lake Champlain, most of the way 
through the valley of the Yamaska River, and will be about 1 
miles long. It is of 3 feet 6 inches gauge, and was formerly 
known as the Phillipsburg, Farnham & Yamaska. 


Atchison, Topeka & Santa Fe. 

The track of the extension westward, known as the Pueblo & 
Arkansas Valley road, was completed to Pueblo, Col., on the 
evening of Feb. 26. eblo, which is to be the terminus, is 12 
miles beyond Chico, the last point noted, 83 miles from West 
Las Animas, and 619 miles from the Missouri River terminus at 
Atchison. The completion of this extension will enable the 
company to command a great part of the traffic of Southern 
Colorado, and, doubtless, to secure a share of the New 
Mexican business which will come to the Denver & Rio Grande 
with the a of its Trinidad Extension, though that 
company will probably prefer to carry the business through to 
Denver, getting thereby 120 miles longer haul upon it. The 
Atchison, Topeka & Santa Fe, however, will be the shortest 
line east from everywhere south of Pueblo by just about that 
120 miles. The distance from Pueblo to Kansas City is 635 
miles; Denver to Kansas City, by Kansas Pacific, 639 miles. 

The company’s lines are now as follows: Atchison to Pueblo, 
619 miles; Kansas City to Topeka, 66 miles; Newton to Wichi- 
ta, 27 miles; total, 71: miles. 

New Orleans, Mobile & Texas. 

At an adjourned meeting of the bondholders of the Western 
Division a plan for the organization of the New Orleans & 
Texas Railroad Comey ae finally adopted. The ‘capital 
stock was fixed at $2,000,000, with power to increase to $4,000,- 
000. The corporate existence of the more | is to begin when- 
ever bondholders to the amount of $1,250, shall have sub- 
scribed to the stock of the new company. 

Fitchburg. 

Work is now in progress on the new line for the Vermont & 
Massachusetts Division, which is to avoid the present detour 
and the reverse at South Ashburnham. The work is to be 
pushed as fast as possible. 


| Portland & Ogdensburg. 


The Portland City Council has ordered the City Treasurer to 
pay the March coupons on the city bonds issued in aid of this 
road, which the company vee | eclared itself unable to pay. 
The issue of bonds amounts to $1,350,000. 


It is announced that the holders of a majority of the first and 
second-mortgage bonds have assented to the p of reorgan- 
ization as prepared by the committee, which will now probably 
be carried into effect. The plan, which has been heretofore 

ublished, provides for the exchange of the bonds for pre- 
erred stock. 


Huntingdon & Broad Top. 

It is proposed to build a branch from Pipe’s Run to Patton- 
ville, in Bedford County, Pa. This company offers to nip 
and work the branch, if the people concerned will build i b 
The distance is about eight miles. 


Wheeling & Lake Erie. 

This company advertises for proposals for the construction 
and equipment of its road from n’s Ferry, 0., to Sandus- 
ky, or for any part thereof. Also for proposals to furnish rail- 
road material. Bids will be received up to March 20, and any 
information desired can be obtained from Joel Wood, Presi- 
dent, at Martin’s Ferry, Ohio. 

Indianapolis Belt Railread. 

A new company is to be formed to cgrgiote this weaipcied 
road, which is intended to connect all the lines entering 
Indianapolis 7. road outside the city, and thus enable 
all transfers of freight to be made without passing the cars 
through the city. 


Billerica & Bedford. 

This pro road is to extend from North Billerica, Mass., 
by way of Billerica Center to the Middlesex Central at Bedf 
a distance of seven miles. It is to be of 24 inches gauge, 
it is to equip it with rolling stock built on a new plan 
adapted specially for light roads intendéd as feeders to main 
lines. A meeting was held in Billerica Feb. 23 to consider the 
question of building the road. The route was re- 


ported feasible and the cost estimated at $5,000 per mile, in- 
cluding equipment. A committee was appointed to take the 
necessary preliminary steps. 


& Erie Oanal. 

i! e sale of this canal took place in Terre Haute, Ind., Feb. 
24 and 25, as advertised. The United States District Attorney 
was instructed by the Attorney General to stop the sale, but 
did not succeed in doing so. section of the now in 
use, from Lafayette to the Ohio line, was sold for $85,500, 
Jonathan K. Gapen, plaintiff in the suit, being F gery 
The abandoned portion, from Lafayette to Evansville, sold in 
sections to various bidders, brought $15,790.50. The a: r 
nances, as locks, water-powers, feeders, etc., also went §to vari- 
ous bidders, bringing $12,015, and the reservoir tracts ht 
$50,796.23. The whole proceeds of the sale were $164,101.73. 


Ombud & ie _ to th om land Legislatu 
This company has submitt e ryla rea 
lon test against the law reducing the rates which 
it ) owed Wamegs. in claimedtihat the rates now allowed, 
which are 3 cents per ton per mile for distances over 10 miles, 
4 cents per ton per mile from five to ten miles, and 5 cents per 
1S a evdis read io one of tag Guedes abd very eappengtve € 
tthe a one 0 v ve to 
Se. and the hauls short. im earnings of the road from 
1854 up to Dec. 31, 1875, are stated as follows : 


PPTTTTTTTET TTT pmoneeeecagecess ¢cce.0cmnae an 
Expenditures peweee poveacee ebcepperscvesecacececso’ oscey MEE an 


Net profit.,....s:+6r++ ceyeeges $472,852 87 


eeeeree tee 





Bei ¢ ge for the 22 ears of about yy cent, per 
nee ae or eeetal stock, which ia, $1,000,00" without cay 
allowance for interest on the bonded debt, Itis claimed that 


only very recently have the stockholders received any return 
for their investment, and that if the rates are reduced no divi- 
dends could be paid. It is also claimed that by law the com- 
pens a Se y an exorbitant rate for the cars on its line be- 
onging to the coal companies. 
Sioux City & St. Paul. 
Thi tate t for J i ; 
8 ym ay Aas men anuary is as follows ; 


L Dikdkeesinees pained Shnawdomstuaibeesnall $20,697 o 
Mails, express and miscelianeous.....-....-.+-s...ss..c... 9,007 12 
Detal OUST ee MAA s 65 00050600 ccdccecocencdbodoccces ce $27,715 93 
Working expenses (74.5 per cont.)...........cceceseseeeencs 20,041 37 
Net earni OED PEP bbe es ci ecdccccevivsdoccsctcsceces 7,074 56 
Rents seated Ob ccemdosdeccbdsciccsviedsveccvecsesceeccesosae : 118 50 
Equipment bond sinking fund... .........-sceseeeeeeseens 1,081 34 
TNR nb nccncesennsccccnes cap see ensesecessonsecagenoone "$8,221 40 
MORAN BOND. 05s vac cgcsccadseccscscccodoceccsesoss $1,857 2) 
— ms ae GREE. vnc cdvccsessctecdesseves 2,248 00 
OG BNA INGUTANCE,......ccereeeeserseeseveesees 1,549 
——— 5,454 65 
Balance to next month.......... . 00000 ene rcoreeocceoes $2,766 75 


As compared with January, 1875, the gross earnings show an 
increase of $16,961.27, or 157.7 per cent. 


Union Pacific. 

In the case of Hall & Morse against the Union Pacific, the 
United States Supreme Court has affirmed the decision of the 
Circuit Court that the legal terminus of the road is on the east- 
ern side of the Missouri River in Iowa. The Court holds that 
Hall & Morse, residents of Council Bluffs, as citizens, bore suf- 
ficient interest to give them standing in court to demand the 
pomomense of its obligations by the company, and that it is 

he — of the latter, under the acts of Congress, to operate 
its whole road as one connected, continuous line, and that the 
ter over the Missouri River between Omaha and Council 
Bl is a part of the road, to be used in connection with and 
asa part of their entire line. It is said that, if Congress did 
not intend to require the construction of the road from the im- 
aginary line in the middle of the river channel, which would be 
an impossibility, and which is the legal boundary of Iowa, the 
intention must have been that the initial point 
should be either on the Iowa or on the Nebraska 
shore, and if the shore was in- 
tend: d, why was it not designated? It is impossible to give a 
satisfactory answer to the question by the court as to the ques- 
tion, Why the Iowa boundary was designated if the eastern or 
the Towa shore of the river was not intended to be the terminus 
of the road. The authority of the company to build the road 
to the Iowa shore was within itself power to build a bridge on 
the Missouri River. No express grant to bridge the river was 
needed, as whatever bridges were needed on the authorized 
line were as fully authorized as the line itself; all authority 
that was given to the company was as a railroad company, and 
not as a bridge company. The bridge was to enable the road 
to connect with other roads, and it was to be built for no 
other use. They were not allowed to charge rates of toll 
over it which they did not charge upon other portions of their 
line. The acts chartering the company manifest no intention 
to distinguish between the bridge over the Missouri River and 
other bridges on the line of the road, If it is not a part of the 
road, neither is od bridge between the Missouri and the 
western boundary of Nevada, for the power to build bridges 
was given in the same words, Mr. Justice Strong delivered the 
opinion. Mr. Justice Bradley, dissenting, is of the opinion 
that the Missouri River is generally understood to be the weat- 
ern boundary of Iowa, and that the fair construction of the 
charter of the Union Pacific Company is that their road was to 
extend from that river westwardly. 


Mobile & Ohio. 

In 1856 the State of Mississippi loaned to this company $200, - 
000 from what was known as the Chickasaw school . In- 
terest was regularly paid on this loan, and in 1868 the Legisla- 
ture passed a law authorizing companies which had received 
loans from this fund to make repayment in Confederate money. 
Under this law the money was repaid. Now, however, the 
Supreme Court of the State has decided that this payment in 
Confederate currency was null and void, and that the State 
ean recover the amount from the company. This decision does 
not seem to meet with approval, and ts is proposed that the 
Legislature now in session pass a special act to validate the 
payment. If this is not done the company may take an appeal, 
on the ground that the act of 1863 constituted a contract, 


Seattle & Walla Walla. 

The stockholders have authorized an issue of $125,000 bonds 
to be secured by a mortgage on the road, They are to have 10 
years to run and to bear interest not to exceed 18 per cent. per 
annum. The peooceme of this issue, it is believed, will be sui- 
ficent to complete the road to the Renton coal mines, from 
which a profitable traffic can be secured. It is expected that 
ay of t ~ bonds will be taken in the towns directly interested 

e road, 


8t. Gothard Tunnel. 


At the end of 1875 the shaft had penetrated 17,748 feet in all, 
or 3.363 miles, the total length being 48,950 feet, or 9.27 miles 
The penetration at the ‘Ariolo ome ern) end was 8,626 fcet . 
at the Goeschenen end, 9,222 feet. The excavation is com; 
pleted, however, only for about 770 feet. 


Delaware, Lackawanna & Western. ; 

At the monthly meeting of the board in New York last week 
it was finally resolved to change the gauge of the road frcm 6 
feet to 4 feet 84% inches. The ra ons for the chinge 
have already been begun, and all the shops of the company 
will soon be full of work. The present is probably ccnsicered 
@ very _ time for the change, as business is light and an 
unusual amount of the congue is out of active use. The 
change will affect abdut miles of track owned or leased 
by the company, about 130 of which is double track, besides 
requiring the removal of a third rail from 70 miles of the 
Morris & Essex Division, About 200 locomotives will have to 
be changed and about 12,500 coal cars, most of which are jour- 
wheeled cars. The passenger and freight cars of the company 
are of such a size, however, that only the trucks will have to 
be changed, the bodies not being too wide for use on standard 
gauge. 

In addition to the work in the oomgeagy shops it is probable 
that a number of the locomotives will be sent to outside sho) 6 
for alteration, The coal cars can be changed without very 
much work on each car, though their number is so great thit 
a considerable time will be required to aiter them all. ‘Ihe 
change of the locomotives is the most expensive work, so far 
as the equipment is concerned. 

This change will leave the Erie and the Atlantic & Great 
Western the only considerable lines of 6 feet gauge. 

It is said that the company has made arrangements to run 
through trains to Phi ~— during the Centennial by way 
of Manunka Chunk and the Belvidere Delaware road. 


Wisconsin Railroad Law. 

The Vance bill, which supersedes the Potter law, has been 
signed by the Governor of Wisconsin and will take effect as 
soon a8 the necessary publication can be had, 

Philadelphia, Wilmington & Baltimore, 


This company, being convinced that shippers on the Dela- 





ware Division were in the habit of overloading cais when ship 
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ping, ene-lnod Saleh 

that ak $5,000 and on. put in 
as ev 

«ear, the maximam Toad of, should be 24,000 pounds. 

All freight in excess of the 24,000 ed to the 

shippers at the rate of 25 cents per 100 It is intended 

to put a stop to the ov , both to prevent danger of ac- 

cident to the cars and to stop the fraud on the company. 

Dividends. 


Dividends have been declared by the following companies: 


N Central, 3 per cent., payable April 1. 

United States Rolling Stock Company, 94, gold, per share, 
payable March 1, 
Erie. 


At a meeting held in New York, Feb. 25, the board of direc- 
tors voted to ratify the contract with the Lehigh Valley Com- 
pany for the laying of a third rail from Elmira to Buffalo, 149 
miles, and to Bridge, 21 miles further. 

The Port Jervis samme age : “The Erie Railway is out with 
® new compound coupon 8 er ticket. It has a coupon 
for each division from New York to Suspension Bridge, with 
tue name of each principal station along each division on the 
different division coupons. Thus, if one wishes to stop at any 

lace, the conductor es the name of the station, thus 
Killing the ticket for the distance traveled. division 
coupon is torn off when the next division is reached, leaving 
only a stub between and Suspension Bridge.” 

It is reported that a plan has been submitted to the lish 
committee now here, which is substantially as follows: First 
ten millions consolidated gold bondholders vo be asked to fund 
four coupons ; the five mil 1d convertible bondholders to 

#, and the ten miilions consolidated wy bonds 
vo fund eight coupons, the net earnings so saved to be applied 
to the improvement of the road and the alteration of the gauge. 


Utah Northern. 

The Salt Lake Herald says : “‘ The subsidy bill passed by the 
Montana ature prov: for the issue to the oy of 
7 per cent. 20 year coupon bonds to the amount of $4, per 
mile, for every mile of road completed and stocked, from 
Franklin, Idaho, to the mouth of the Big Hole River, Montana. 
The cond is to be finished within two pace from the signing of 
the contract. After the completion of the first 50 miles of the 
road the company is to receive 60 per cent. of the bonds due, 
and the rem: 40 cent. when the road shall be finished; 
the second 50 miles, 7 cent. on completion of the section 
and 30 per cent. when the road shali be finished ; for the third 
50-mile section, 80 cent. on its completion, and the re- 
mainder when the road reaches the terminus; for the fourth 
50-mile section, 90 per cent. on its completion and the balance 
when the road is finished ; for the remainder of the road to the 
Big Hole the full amount of bonds shall be paid upon the com- 

letion of each 50-mile section. The bill provides for taxing 
he road the same as other property is taxed in the territory, 
and limits the rates of fares and freight charges as follows : 
h first-class passenger fare, 6 cents per mile; local pas- 

senger fare, 7 cents fae mile; through freights, ay, cents per 
ton sulles local freights, 3 cents per ton per mile. e 
act is to be submitted to a vote of the people for adoption or 
rejection, and if it is ratified then a special tax is to be levied 
in each county for the purpose of paying interest on the bonds. 
The proposition of Mr. hh Richardson and the Utah North- 


to the road for bonds at the rate of 
$6,000 Pee, the complement due to be paid on the comple- 
tion olan twenty . Mr. Sidn on, on behalf of 
the bears yo agreed to aid in ng out the proposition 
i ontana, 
. “Tt is thought that the people of the pre op Bagge ratify the 
act, and that the Utah Northern will accept the subsidy and 
build the road.” 
ae. to be let March 1 for th d ma 

c! for the an - 

oa Mt third and fourth tracks on the New Fone Biticion, as 
follows: Third and tracks from South Broad street sta- 


tion in Newark und for aisabeth, about three miles; fourth 
track from South Elizabeth to Linden, about 24% miles; third 
track from New Brunswick westward about 3,000 feet. 

An im nt reduction iu the fare between New York and 
Philadelphia was made March 1, when the rate for a single 
trip was at $2.75; round trip, $5. <A single fare was pre- 
viously and has been for more than 10 _— past $3.25. With 

‘the reduction the single-trip rate is a little over 3 cents per 


mile. 

The Pittsburgh Telegraph of Feb. 21 says: “Anew system 
has been inemgurete4, and goes into effect to-day, on 
both the local and through passenger trains. The company 
has appotate what is known as train clerks, who lift all tickets 
and take eof all moneys which hitherto have been paid 
to the phe od make out a statement of the moneys received, 
the number of ers carried and the number of tickets 

e managers of the road can have a thorough 
the business done by each train daily. The con- 


but will not lift any 


‘oad hi bern —* into two divisions, the western 
made wo 

Harnotara, and ibe sae fro, that ay 
Philadelphia, All er’ m sburg west settle a 
this ee and those from this city east settle at Riarrisbur x 

“The train clerks have been subjected to a thorough ex- 
amination on ae ee ant pow g) = we able 
to stand the exam ion were appo an ose who were 
nol, the reverse. There were nineteen reported to-day ready 


knowledge of 
now 0 

ductors will have full charge of the trains, 
tickets nor receive 


to go out with their trains.” 
Wiscasset & Moosehead Lake. Q 

Ata meeting held in Wiscasset, Me., Feb. 26, the 
stockhol unanimously voted to change the name of the 
corporation to the Wiscasset & Quebec Company. 


Sunbury & Lewistown. ’ 

Pursuant to a vote of the bondholders, the parties who 
bought this road at foreclosure sale, May 5, 1874, for account of 
said bondholders, will offer it at ublic sale, at the Merchaats’ 
Exchange in Philadelphia, March 9, at noon. The terms of 
sale are My y te cash on signing the bid, and the balance on 

very of the 
dethe road is 42 miles long, from Lewistown, Pa., to Selins- 
ve. It was formerly leaeed to the Pennsylvania Railroad 
Scenpany, but has not been operated at all since Jan. 1, 1875. 


= peg Ill. dated Feb. 28, says that in th 
tech nville, Tl. eb. 28, says that in the 
ett for the foreclosure of the consolidated mortgage the 
Illinois Court has sustained all the of the commit- 
tee under which a decree of foreclosure was had in Vhio. The 
Court refused all applications of the stockholders and the 
uipment bondholders be made parties to the suit. 
“tiie stockholders expected to 
ea ke di 0 th - the Bm day it sold 
th scoura; em, 
on the New York Stouk 1 Heshen for 3%. 


It does not sopest 
that the holders of any of the prior mortgages joined with them 
or responded to their recent appeal nee. 

Lake Erie, Evansville & Southwestern. 

President of this road, has written a letter to the 
Mayor of Evans’ in which he states that all the difficulties 
among the stockh: have been hey settled, and the 
\.ork of building the road wil] now be pushed vigorously, The 


recently ordered that all loaded cars : entire line is guperted to be completed and trains running over 
em was found ; it by Oct. 1, 1876. 


Evansville & Orawfordsville. 

_ This company has agreed to build and operate a branch from 
ite road a. the most convenient point eastward to Petersburg 
in Pike County, Ind., a distance of about 15 miles, provided 
the people along the line will raise a sum not more than $40,000 
Jess than the amount required to build the road. 


St. Louis, Bloomfield & Louisville. 


The iron for this road is now being eiepet from the In- 
pe, Na Rolling Mill, and track is being laid. Two new en- 
gines have been ordered from Porter, Bell & Co., of Pittsburgh, 


and a number of coal and freight cars from the Missouri Car 
& Foundry Company at East St. Louis. Most of the grading 
for the 36 miles now under contract is completed. 


International & Great Northern. 

Ground was broken for the extension of this road to Austin- 
at Rockdale, Tex., Feb. 14, by the contractors. A force of 200 
men and 106 teams is to be put on the grading at ence. 
Western Pennsylvania. 


Atan adjourned meeting of the stockholders in Philadel: 
phia, the following statement for the year 1875 was submitted, 


The earnings for the year were ($7,376 per mile)..........$626,990 21 
The expenses (70.96 per Cont.)........eceerceeseeeeseeseees 444,930 99 
The net earnings ($2,142 per mile)........0.esseeeceeeees $182,059 22 
There was received from other sources........+ ssecseseee 945 
Beene OCONEE. ccc ccccteccsdccdodsanccdcndtcdedsccedes $183,004 47 


The interest and other charges amounted to...$216,126 23 
Betterments made by lessee 


Leaving 4 deficit for the year Of........cescseccessseveees 


The bonded debt amounts to $3,000,000, of which $1,800,000 
bears 6 and $1,200,000 7 per cent interest, making an ann 
charge of $192,000. ‘Ihe last year the road failed to earn even 
this amount and, of course, left nothing to be applied to the 
ry ame If the present year does not show an improve- 
ment there will be a serious deficiency and it will be necessary 
to make a new loan te meet it. The road is worked by the 
Pennsylvania under a lease. 


Qincinnati Southern. 

The lower House of the Ohio Legislature has passed the 
bill authorizing the city of Cincinnati to borrow $6,000,000 
more to complete this road, with an amendment provi ling 
that the question of issuing the bonds shall be submitted to 
the people at an election to be hel? within 30 days from the 
passage of the bill. The bill now goes back to the Senate for 
concurrence in the amendments. 


New York Oentral & Hudson River. 

This company advertises for Pee for the construction 
of its great elevator in New York on Twelfth avenue, between 
Sixtieth and Sixty-second streets. Bids must be made by 
March 21. Plans and specifications can be seen in the office of 
the Engineer, Mr. Charles Hilton, in the Grand Central Depot. 


St. Louis, Iron Mountain & Southern. 

The earninzs wnd expenses for 1875 are reported as follows: 
Gross earnings ($5,552 per mile).........sceceeccseseesees $3,802,041 36 
Working expenses (52.96 per cent.)........06 ssssceceeecs 2,013,853 83 
Net earnings ($2,612 per mile) ; $1,789,087 63 

The gross earnings increased 17 and the net earnings 45 per 
cent. over those for 1874. The total number of passengers 
carried was 612,069 at an average rate of 34% cents per mile. 
While the local business has shown au increase and the through 
business over the Belmont line has improved, the main increase 
of traffic has come from the Arkansas and Texas business. 


Dayton & Southeastern. 

The contractors, Phelps, King & Co., have contracted for the 
iron for this road from the Cambria Iron Works, at Johnstown, 
Pa. The rails are to weigh 35 lbs. per yard. 

Davenport & Blue Grass. 


The old project for a narrow-gauge railroad from Davenport, 
Ia., west by south through Buffalo to Blue Grass has been re- 


CORO e eee ee ee ween eeneee 


vived. A meeting has been held and a committee appointed in 
each town to canvass for subscriptions. The line will be about 
12 miles long. 

Bt. Paul & Sioux City. 

The January statement of this road is as follows: 

Weaight GATMING™s. oc ccccccccsccccccccsccscccecccocscscvscces $32,395 67 
PASSODGErS «646.000 e seers esereeees ccccevcccccccoccsoccs F007 GL 
Mails, express and miscellanecous...........sssseeeeeeeeeee 1,778 02 


Total earnings ($340 per mile)............ccesesseceees $41,471 20 
Working expenses (69 per cent.)..........ceccecesceccceees 28,600 64 


Net earnings ($105.50 per mile)..............seeeseeses $12,870 66 
Taxes, insurance and interest..............eeee0e. $1,793 92 
Lees rents received. ......:cscsccscccccccccccccecs 81 00 
——-——— 1,712 92 





Balance to next month $11,157 74 


As compared with the gross earnings for January, 1875, there 
is an increase this year of $18,345.49, or 79.3 per cent. 


Syracuse, Geneva & Corning. 

It has been decided to make the bridge over the Chemung 
River at Corning, N. Y., of iron in three spans of 167 feet each. 

Vibbard, Ball & Co., the general contractors, are now sub- 
letting the grading, masonry, ‘bridging, track-laying and bul- 
lasting of the road in mile sections. They have established 
their ee for the present at the Jefferson House, 
Watkins, N. Y. 


Milwaukee & Northern. 

Under an execution recently issued this road will be sold by 
the Sheriff in Milwaukee, Wis., March 4. The sale will include 
all the property of the com aay one will be made subject to 
the first mortgage for $2,1 . 

The road extends from Milwaukee to Green Bay, 118 miles, 
with a branch from Hilbert to Menasha, 16 miles. It is worked 
under a lease by the Wisconsin Central. 


Poughkeepsie Bridge. 

A oo meeting in Hartford and others in smaller Connecti- 
cut towns have been held to advocate the building of this 
bridge, and several committees have been appoint 
what can be done to aid in its construction. ¢ Boston mer- 
chants have warmly indorsed the projec but do not, so far, 
subscribe very largely to the stock, though the list of subscrip- 
tions, in Boston and elsewhere, is growing, but rather slowly. 


Old Oolony. 


This company recently bought from the Northern Pacific 
four locomotives and a drawing-room car. They were obtained 
at a very low price. 


Pittsfield & North Adams. 
A pote) meeting of the stockholders was to be held in Bos- 
ton, March 2, to vote on the 


Ley of the road to the 
Boston & Albany Company. It is 20 miles long, from Pitts- 
field, Mass., to North Adams, and is now worked by the Boston 
& Albany under lease, 


COO R RRR Ree e Hee eee Beet eeeeee 





At the annua] meeting last week it was voted that tho direo- 





tors should apply to the Legislature for authority to sell the 
road. All further consideration of the matter was postponed 
to the adjourned meeting, to be held as above. 


Cincinnati & Martinsville. 

On application of the creditors, Joseph T. Greenough has 
been appointed Receiver of this road. The read runs from 
Martinsville, Ind,, to Fairland, 39 miles and is worked by the 
Indianapolis, Cincinnati & Lafayette under o poser omen ease, 
Mr. Greenough represents the majority of the creditors. 
Wallkill Valley. 

Mr. J. H. Jones, recently appointed Receiver, has 


ppoi emanget 
with the Erie to have train service continued over the road by 
that company as heretofore. 


Butler & Shenango. 

The towns along the line have subscribed $80,000 and the 
right of way for the whole line for this projected road from 
Butler, Pa., to the terminus of the Shenango & Allegheny road 
at Hilliard’s Mills. 


Texas & New Orleans. 

The Houston pm) Te'egr “The New 
Orleans Railroad, it is a gratifying fact to state, is being rapid- 
ly pushed. A large force of men are employed at work between 
here and the Neches River, clearing, freding, captags tease and 
constructing bridges. Before the te Fair in May the cars 
will be running from Houston to Beaumont. Judge Crosby, 
the Vice-President, is worthy of commendation for the energy 
and tact he has evincedin pushing the work on this road so 
rapidly.” 

Somerset. 


The grading is now completed for three miles north of North 
Anson, Me., and work is proces. It is intended to com- 
plete an extension of eight miles to Solon during the coming 
season. 


Cairo & St. Louis. ‘ 

A report is current that Payson & Canda, who built the road 
and own a controliing interest in the stock have sold out to 
some New York parties who will take the active management 
of the road. 

eld. 


Indianapolis & Springfi 

At a meeting of the directors held in Indianapolis last week 
the question of making the road of narrow gauge was dis- 
cussed. It was reported that negotiations were pending for a 


branch from Bainbridge to Brazil and another from Montezu- 
ma, Ind., to Mattoon, Ml. 


Southern Minnesota. 


The La Crosse ( Wis.) Republican, of Feb. 25, says: ‘“‘ General 
Manager W. C. Van Horne, and J. J. Mitchell, a prominent 
railroad man from St. Louis, left here Tuesday morning for 
Winnebago, from which place they will at once commence ne- 
at pace for the extension of the Southern Minnesota Railway 

Yankton, Dakota. 

“The probabilities are that work will be begun immediately, 
and that the road will reach Jackson before the close of this 
year. This addition will be a feeder to the Southern Minne 
sota that will prove of great value.” 


Kansas (ity, St. Joseph & Oouncil Bluffs. 

The trustees give notice that the time for oe ete the ar- 
ey ome of the affairs of this company, under the agreement 
of March 25, 1874, will expire March 25, 1876. Substantially all 
of the holders of the first-mortgage bonds have assente1 to the 
agreement, and most of the holders of the lower securities. Is 
is pro} now, if all the holders of the lower securities do 
not give their assent by March 25, to foreclose the first mort- 
gege and reorganize the company. In case this is done, the 

rst-mortgage bondholders will admit to the new company 
those holders of lower securities who have assented to the plan 
of March, 1874, giving them preferred stock. 


Smithfield & Rock Run. | 

t is proposed to build a railroad about eight mules long, 
from Smithfield, O., to Rock Run, to connect with the Pitts- 
burgh, Cincinnati & St. Louis . 


Bouthern Pacific. 
@ proposition made by Mr. Hyntington in behalf of this 
company Caceres the control of rates was not properly re- 
ported in this and other papers. The proposition is contained 
in a letter to the Chairman of the Senate Committee in reply 
to —— pemepe by him: 
“In regard to your second inquiry, I will answer that ‘the 
company will afford all the facilities and conveniences for 
cheap and serviceable transportation over its road which any 
connecting company may offer on its own road; and, so far ax 
the public and Government are concerned, will accept on 


of Feb. 19 says: 





through traffic any rates per mile which the Eastern and con- 
necting lines are willing to make for the same articles ; and 
this is to apply on the entire route, from our eastern terminus 
to San Francisco, and to that portion between Goshen and San 
Francisco, via the San Joaquin Branch of the Central Pacific 
Railroad, until the completion of our own line, via Salinas Val- 
= Kan Jose, which shall not be later than three years 
after the connection is effected with«the Texas roads.’ These 
restrictions may be inserted and made part of the law.” 
tt the yt t is will t. 
. e government is ing to guaranty, say 7 cent, 
per annum, upon the capital inves then, perhaps, tng might 
id C) ti But where the parties who furnish all 
the capital and take all the risk of losing it or getting no 
return, t should have the hope at least of making 1 
cent. to induce them to invest. If the bill shall be so amen 
that ‘whenever the net earnings, after defraying the expenses 
of operation, administration, maintenance and the sinking 


fund and interest payments on its debts, shall exceed 10 per 
centum per annum upon its capital stock, then Congress may 
regulate the rates of freights and fares by general laws, appli- 
cable alike to all railroad companies ai y the government 
of the United States "—then I am not sure but I could procure 
the consent of the company to build the road with this pro- 
vision in the bill.” 

Another inquiry of the Committee 
be given that the road would be buil 

r. Huntington replies that the construction of so much of 

his company’s road heretofore and its present rapid progress 
should sufficient guarantees, especially as the Government 
is not asked to give anything more than lands which will be 
= without the road. Notwithstanding, Mr. Hunting- 

N BAYS: 

“I was tempted to offer a further security merely to silence 
these suggestions of our insincerity and inability to make good 
this offer. I am authorized to ‘engage that the Southern 
Railroad Company, if the appropriate legiulation is afforded, 
shall commence work upon the extension of the work east of 
the Colorado River within one year after it shall have been 
completed thereto from the west, and shall complete and put 
in running order not less than fifty miles in each year thereaf- 
ter, and the whole line, to a junction with the Texas & Pacific, 
or other continuous road, within six years from the Laer» 
and acceptance of the act; and they are wi to deposit 
the Treasury of the United States the sum of three million 
dollars, or at the rate of five thousand dollars per mile for 
the 600 miles herein contemplated, of the bonds of the 
company, secured by first mortgage on all its road and 
branches (of which about 450 miles are now in operatiun, snd 
of which fully 600 will be operation by the time this arrange 
ment can be consummated), said bonds to be redclivered # 


was what guarantee would 
t. 
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company, at the same rate 2 mie, as fast as sections of twen- 











































, $5,000,000 was executed to the Fidelity Insurance, Trust & Safe | out of the amount of $968,217.61 standin credi 
ty or more miles are completed a as now required Deposit Com , of Philadelphis. as trustees, covering the | revenue, and which is equal “ 6.3 per Rien =a 
by law, and said bonds, or the residue of them on di t in | entire pro: Zs the company, subject to all existing mort- bg hy dividend of three per cent., leaving a surplus of $192,- 
the treasury, shall be forfeited if they fail in either par Sa gages, a it has been duly recorded. It was also that, | 957.61 to credit of net earnings.” ’ 
give additional security to the bonds, all the s pa wl | From unavoidable delay in maturing the plans the terminal 
ANNUAL REPORTS. this company in the lines north of Elmira should be transf have not 


im; ements at Baltimore and Canton 

to the trustees of the new m the voting power and | fast as was expected. They Reveves, ter Ee reapicted 

Portland & Ogdensburg. ia fully sot forth in the seen fe gegen een | Fam eng ok ppd for 'ro t, the 
This company owns a line from Portland, Me., west by north | of directors. @ Mengngs, an apgrer r contracted 1 for. Weotienicndl cbadcnktead ce building 


to Fabyan, N. H., 91 miles, and a short section of 2% miles| ‘Your board believe that this exchenge of securities, by | in Baltimore ar ter! additions 
from Scott’s Mills, N. H., to the Connecticut River in funen- which an annual saving in interest of $60,000 will be effected in sho The poe nx ed tor yore + monet th in 
burg, the two being connected by 21 miles of track belonging | the three millions of income bonds, is a favorable one for this | Baltimore has been secured. The ~~ I for these 


Boston, Concord & Montreal] Com of which the use 
we iaoeed” A lise foes Sekven to pe vos | company and the holders of those income bonds. They now | has been less than the estimates. The completion of the im- 


: : 17 miles long | ask the approval of the mort and authorit to issue three | provements will enable thi i- 
has been located and will be built hereafter. ‘The line is ex- | milhons of bonds thereunder, for the purpose off taking up and nore and to handle efficiently ® reat iemenns af AA ag 
tended to Johnson, Vt., 79 miles farther, by the Vermont Divi- | canceling the three millions of 7 per cent. income bonds of 1922,| A contract has been concluded’ by which the Western Mary- 
sion, Which is built under separate charters and which is now | as they are presented for exchange. - land Company will have the use of this company’s tracks 
being extended 50 miles further to Swanton on Lake Cham- te The b —_ yim ey br ow the Fay olders » use peonge a part of the city of Baltimore, paying trackage there- 
a — apt : : . eo. on of these in e e for the nt one . 

The equipment was increased during the year by 1 engine, 2| million convertible incomes due in 1880 at a rate of interest not| The report says, in conclusion: “Through the reorganiza- 
poe od and 2 observation cars, and now consists of 8 engines, | ¢ per cent. currency. This exc! ffected, | tion of the management of the company, the board has been 


6 
3 passenger, 8 smoking, 3 observation, 1 combination, 3 bag- | will reduce th : ) b 
pod cars and 2 brake vans; 45 box, 25 hay and 70 platform annum, a ee mEnenee Mateane fez inbevens SN aTe ot awed a td al | poy a hy aaaee 


cars; 1 crane car and 3 snow-plows: until perder ooo sana pooede seep meg iti in the P. lvania 

; - a 6 e er itions Railroad . 
The credit side of the capit«! account at the close of the last | proval and authority of ite ait eaten iets the rch ot carn of ~ ‘cers of skill SF ee ee. 
fiscal year, Nov. 30, 1875, was as follows: “Under the authority given at the general meeting of the = 






agement of railways without ch 
Btock paid BLN per is Wo ca nckanoenenss be 4 r mochnestets, held Feb. 25, 1875, $1,000, rey boi under the salaren, ~ ’ See oe ee 
Bonds ($25,175 per mile)........--s.seeeceeee , s+ 2,353, consoli mortgage created and executed May 26, 1874, were} ‘ e plan adopted entire harmony of h 
Bills payable... pasehane pen of m3 sold through the house of Drexel & Co.,r 8744 per cent, | been secured between the Northern Central Rallway lines and 
Hoeme — seeeeee seeeeee  g9at8 5 net, clear of commissions, The proceeds are g used in ex- | those operated by the Pennsylvania Railroad Company, tend- 
HUNATY ACCOUNTS, «6-2 se eeeereceeeccereveseescsceesecvers ponditares for terminal facilities, real estate and construction ing to the mutual economy and advantage of all the lines. 
Total ($43,896 per mile).........+.sseescseeseenseeees $4,104,278 67 | 2 Fy map and to reduce the Bilis payebie of the company.” | ‘Your board trust that the results attained during the past 
The city of Portland has issued $1,350,000 bonds in aid of the }y examination of the subject, the board has agreed | year will prove satisfactory to the shareholders. The property 


road. Expenditures on capital account during the year were 


to buy ae yea bonds of the Elmira & State Line Company, a the company has been much improved and its facilities en- 
as follows : 


ranteed by the Tioga Railroad Com on condition that ged. It is believed that your road can not onl in ita 
those companies would enter into a  eapeoment with this] earnings of the past jane, bah, with a return pn he 





Land damages, grading, bridging, fencing and construc- company for 99 years. The new road will secure to the North- ty to the country at large, it can satisfacto 
tion. pad pare ah tadbesenyesbisy sce dheameaere noes opts —— - ern Central a pte > al coal traffic. Froapesi try GO, 3S can an rily increase 
a " 6 2S Re NOIRE 8a MAI NSA "998 68 For the yeur ending Dec. 31 the work done was as follows: “The board desire to express their acknowledgments to the 
I EIIED. nadonconssdceconviesnolapbeohelnnes 21,984 47] 1875. 1874. _Inc. or Dec. P. o. | Officers of the company and the employes in the several depart- 
. —— | Passengers carried.... 1,568,186 1,347,001 Inc. 221,185 16,4] ments for their prompt performance of duty and the thorough 
RL Ri EE AERP ces RET cle cig BE $482,335 01 | Passenger mileage..... 795,534 29,903,422 Dec. 107,888 0.3} and efficient management of the property intrusted to their 

Tons freight carried 5,793,635 5,210,591 In 583,044 112] ch ; ’ 
The earnings for the year were as follows : a ory ry “<6 , arge. 


Tonnage mileage...... 258,540,557 216,980,582 Inc. 41,560,025 19.2 











1874-75. 1873-74. Ine. or Dec. P. c. : J 
The average mileage to each passenger, however, fell off West Jersey. 
pemenereamine: Megor iy agaay Wee $288 & 8 | trom 22.2 mle a 4k to 19 miler in 176 showing an increase | This company works the flowing lines; 
i. see. .... 24.782 95 ‘035 31 ‘Inc.. 17,747 64 253.5 | in short trips. In fact, the increased number of passengers Miles. 
-—— | was mainly in the local travel to and from Baltimore. The av- | West Jersey, Camden, N. J., to Millville... ......++++++++ eseues 40,83 
Total.......... $226,150 25 $172,205 90 Inc... $53,944 35 31.3 | erage receipts per ton per mile was 1.433 cents in 1875, and SRSENESS 29 REGIE +000 000000 pataerraae eee > _ 
Working expenses, 122,103 43 = 112,544 39s sInc., 9,559(4 8.5 —_ cents in 1874, showing a decrease of 0.116 cents, or 7.5 per Total owned. 59.43 
Brad my Total OWNCG.... 0+. ..sseescecceseerneeesenssssssesrscte ss ; 
sh cating... --G104.008 82 = $59,661 51 Inc... $44,385 31 74.3] The coal tonnage of the Northern Central Railway in 1874 Seloen te, enna. Bismer to —— ~ nspante dane Oe ay. on 
mile...... Roose $2,661 $2,343 Inc.. $318 $13.7 | 88 762,023 tons, and in mrtg Bay ig tons. There was an in- | Swedesboro R. R., leased, Woodbury to Swedesboro,....... 10.80 
Mebearn. per mils. 1.294 812 Inc.. 412 ~ 50.7| crease in the trade going the Pennsylvania Railroad at ~—— 68.78 
Per cent. of ¢x- Marysville and Dauphin of 259,895 tons, owing to coal from the 
eal 53.90 65.36 Dec.. 11.387 17.4 | Shamokin and Lyken’s Valley regions, destined to tidewater at Databiccccccccs ccccccccccevccccrecs seccccccccocesescocs 128.16 


Philadelphia, being sent by the Pennsylvania The whole constituting a main line 81.18 miles long, from 
— e, _ ‘ fd am, .§ delivered to ae bee ye aap - ee May, wit snaeene > pt pe ond to Bridge- 
. “ ‘ he andl read mpany a8 heretofore. ere was an increase of 3, ms to | ton an em. ere are 14, es of sidings. 
_— troy pet howe ~— ton Codteinadeaeen —_ ints on the Cumberland Valley Railroad. The total tonnage} The equipment consists of 19 engines, 46 passenger, 7 combi- 
only 2.66 per cent. than that of the previous year. te result | ° Baltimore was 267,935 tons, an increase of 61,717 tons} nation and 4 baggage cars; 31 box, ] stock, 60 platform, 21 
has been gained, however, by taxing the equipment to its ut- | i? 1875. : eight-wheel and 110 four-wheel dump cars; 26 hand and 17 
most, a policy only to be followed when shuletthe necessary. The coal tonnage of the Shamokin branch in 1875 was 788,034 | push cars. Two anthracite burning engines for fast seenger 
The road was completed to Fabyan Aug. 7, and the connce- tons; in 1874, 601,988 tons, showing an increase of 186,046 tons. | service and 6 new passenger cars have been atael and are 
tion from Scott’s Mills to the Connecticu just after the close | , Lhe coal tonnage of the Elmira & Williamsport Railroad in | now under construction. 
of the fiscal year. As the means for building the 17 miles from 1875 was 338,938 tons, and in 1874, 278,418 tons; an increase of} The property is represented as follows : 
Fabyan to Scott’s could not be had without a considerable sac- 60,520 toos. The increase from the a mines, near | Stock ($22,880 per mile)........cscececcecseeceecseuseesenes $1,359,750 
rifice, a temporary arrangement has been made for the use of Ralston, was 20,297 tons. In the north-bound anthracite trade | Bonds ($40,384 per mile),........6sssseeeseeeeseeeereveneess 2,400,000 
the Boston, Concord & Montreal track. there was an increase of 40,223 tons. —_——— 
Several new mills have been built on the line, and a narrow-| ,,! he coal tonnage of the Chemung Railroad was reduced from EOE ANS OF BNA a= chp <0» evteressn-borecnsosen eh ae 
gauge road will probably be built in the Spring which wiil | 744,176 tons in 1874, to 645,125 in 1875, a total reduction of 99,] The com aL.oues $408,000 stock and $394,284 bonds of the 
open up to the road the lumber region of Sawyer’s River and 051 tons. Of this reduction the tonnage from the Blossburg | Cape May ville ; $70,000 Salem Railroad stock ; $250,000 
t, Carrigain. From these sources and the connection with coal region decreased from 493,558 tons in 1874, to 328,238 in | Stockton Hotel stock and $18,840 other stock and bonds, mak- 
the Vermont Division a large increase of traffic is expected for | 1875, @ loss of 170,820 tons; end the anthracite coal trade from | $1,195,624 so invested. The sinking fund amounts to $174,- 
thecurrent year. The line from Cambridge to Burlington, Vt., this oe fy! ‘8 lines and from the Lehigh Valley Railroad was | 039,94. The capital accounts of the leased lines are as follows : 
now under construction, will prove a valuable feeder. increased 71,769 tons. 


The mileage of passenger, freight and mixed trains was 
189,705 miles, and of construction trains 86,355 miles. The 


Btock. Bonds. Total. 
ith the vote tock’ tre On the Canandai Railroad, the coal tonnage of 1874 was | Gape May & Millville............. 500,000 $500,000 1,000,000 

Feeney with re poe bees > pene aay to Foo 550,682 tons; in 1875, 616,809 tons, a reduction of 83,878 tons. = heed picad sdashevavuwdedsickes #180 880 100,000 . 280,560 

Division for a consolidation of management and the execution There was a decrease of 113,803 tons in shipment to Coal Point, | Swedesboro. .........eseeereeeees 93,350 200,000 293,350 


and an increase of 79,930 tonsin shipment to other stations. 


of a joint mortgage on the whole line. The affairs of the con- On the Green Spring Branch the tonnage of 1874 was 5,- 


For th ending Dec, 31 th k d ; 
solidated line will be conducted by a board of eleven managers, Se boy aa ce gia 














six of whom will be chosen from the board of directors of this | 496 toms: in 1875, 12,014 tons, an increase of 6,578 tons. Freight train mile- ani enue re. Tit 
company. The earnings for the year were as follows: 7 eae 865 93,667 Inc.. 12,198 13.0 

During the year 125 tons of rails and 2,000 ties were used on 1875. 1874. Inc. or Dec.  P.c.| Tons freightcarried. 144,233 118,442 Inc.. 30,701 27.2 
the older portion of the line, a number of new sidings were laid, | Passengers...... $816,006 21 $864,618 64 Dec.. $48,612 43 5.6 | Tonnage mileage. . . 4,372,805 3,643,544 Inc... 729,261 20.0 
bridges repaired and depots built. Some ballasting was also | Freight.......-- 3,691,762 48 3,360,217 98 Inc.. 381,544 50 9.9] Passenger train mile- 
done. Other sources... 418,479 03 451,663 83 Dec.. 33,184 80 7.3 ae. oes uaa se geuce —— ~~ 7. ° A, rt 

‘hi ; —— | Passengers c pe y , bi / Y 
eee ee ane kona z. Auperece, gives am Total .,... $4,026,247 12 $4,676,500 45 Inc.. $249,747 27 5.8 | Passenger mileage,.16,200,518 17,687,005 Deo..1,246,487 7.1 
and its completion during the year. A full and clear statement | ¥°"!26 &*P'*** Se, Sipe See. aes 861 hotel oe —_ by se ane ew oes, on 
is also given of the work yet to be done on this mountain sec- earnings.... $1,564,124 04 $1,292,946 50 Inc.. $271,17 ‘21.0 | S¥eTAwe Cost OF 15.20 con muse, Wages Bs eee, SRO 
tion in filling in trestles, replacing trestles by iron bridging, ab —_ per ° $271,177 54 21.0} tonnage of coal from the West Jersey pits was 20,202 tons, a 
end other permanent structures needed hereafter; the tem-| mile.......... $15,111 $14,569 Inc.. $542 3,7 | decrease of 17.1 per cent. from 1874. 
structures, however, are so built as to be safe for several | Net earn. per The my receipts and cost per unit of traffic was as fol- 

years’ use, giving abundant time for the permanent improve-|_ mile........ . 4,798 4,028 Inc.. 770 19.2} lows, in cents : 
ments. Accompanying the report is a letter from Mr. Benjamin | Pet cent. of exp’s eas ee . Ree OS anak bo Receipt "Oost 
H, Latrobe, the eminent engineer, expressing his approval of| The earnings of the Northern Central proper were $23,517 | p,. anne aed mite... © 1 ry 098 338° "1.67. a. 
the location of this difficult section and of the grades and align- | per mile. The entire cost of new steel rails used in renewals | per ton per m 1460 289 180 484 387) «1.17 
ment adopted. of track has been charged to maintenance of way, andthe} gg. 007 nnn’ ‘ : ‘ . 


bein Showing an increase of over 50 per cent. in the net receipts 
Northern Oentral. equipment ts reported 0s un Satter condiiten no the chats per possenger per mile, and of 54 per cent. in those per fon 
7 . 4 than at the commencement of the year. 
‘ Ling S gompeny owns a line trom Baltimore nertbvard . oSun-| During the year 6,628 tons of new steel rails were laid and | P® mile. 

» Pa. es, With an extension 68 timore | there were added to the equipment 5 engines of consolidation} The earnings for the year were as follows’ 
and & branch from Relay House, Md., to Green Spring, 9 ttern with 20 by 24 inc p a -ner re er, 72 box and 














. , 9 miles. 1875. 1874. Inc, or Dec. Pc. 

It works under lease the ShamokinValley & Pottsville road, from | 105 eight-wheel coal cars. Some further additions to equip-| Freight traffic.......$209,062 27 $186,821 89 Inc. $22,740 88 12.2 
STs Viccestee od tes Miscloe bCaialaiien seed wi] ee ee cen res. Malls abd express... 65.761 96 “S6;311 4 Inc. 2048092 67.9 
e Chemung and the Elmira & Cana : ‘ vo0e Oa . 2, 57.9 
together form a fine 147 miles long, from Williams rt, Pa., The income account is as follows: ct eX pr Foe Pm — — 
northward to Canandaigua, N. Y., a total of 151 mi DA MeN a... canhelincn dares aveuewssvetendeeds devil $1,664,194 04 OBL. ..+++ +0000 ,797 61 391 he 40615 5.8 
rng aud miles eed. Its ea am ly over 40 — oe Dividends and interest... ore seceineasin pag a a 59,632 00 | Working expenses... 366,609 73 487,691 39 Dec, 71,181 66 16.3 
¢ Philadelphia & Erie, from Sunb to Williamsport, com- | Pennsylvania R. R., contribution for opera! ra, ey 
pleting a main line 825 miles long from Baltimore nearly due| | Chemung and Canandaigua roads...........++.+- - 62,860 27 | Net earnings......-.$299,267 68 $185,700 OT Inc.$101.867 61 57.9 
north to Canandaigua, over which its trains run. tal Net“ 5 “ler 2,288 1,449 Inc. 839 5879 

© property is represented as follows : eae the Wills... voce coecce clic 1222 '¢880;120 00 Percent. of expenses. 65.65 70.21 Dec. 14.66 209 
Stock ($38,689 per mile Owned)............+sseececeesveees $5,842,000 | Dividend, Chemung R. R... wees 1,689 The earnings of the West Jersey and Cape May & Millville 
EDR avin hives cote. soncvcc ceases $1,500,000 Interest, discount, gold premium and taxes 114,230 50 roads were $6,088 mile, and the expenses 53. r cent. of 
First mortage bonds... .....+.....+...sse0esss0 1,570,000 MM Mieth oqqilesusyoesere coonddjedeerabee 242,167 00 rectal wait? 4 spectied ita: 

d mortgage bonds eile. 5, easy peritaat 1,247,176 50 | Teceipts. The rental paid for the Salem road exceeded its net 
Consolidated mortgage bonds................... 6,192; 00 BATT | earnings by $10,081.18, and that of the Swedesboro road was 
Mncome DONAS..............0eseserevenser arene & 4,000,000 aie eecsasarcareaneamnativenenh Saseie Gi | 949,008.90 te easeses of a wet earnings. Be sesvant, bowers: 

Redehall NE eR MUD SOIL. sco spanacsccresertavenesensgate ‘ made o earnin traffic e main lin: 
Total bonded debt ($100,600 POF MMS). vccdicccccccice 15,190,602 Sep ree ov i ee by thore branches. ? c : w te E c rn 
—-—_ WO. 0c cvccccccccccccccee ssccccsvesessevesocovces 542,167 61 t Jer xpress Co. were 
ape SORES pee eile d ices o's ions cksecedssecdbesivtvs’ $21,032,602 | Paid for new equipment, a8 BDOVE..........6eeseeeeeees ber yt 00 $4,112. ‘ expenses. $18,884.90 ; net pea «$25,728.09, et 
120.95, «dese eine Bond of the y ie sae ae oe Balance available for dividend............4++++++++ $368,217 61 sae Se ae for the yh. 3 : 
iN securities that may be sold and timore real estate not} The report says: ae the results of the operation of | Net earnings of road........0-+-cecreecrereeereereeerrveee $298,287 88 
setually needed for the use of the road amount to $941,802.82. | your lines during the year 1875 were very favorable, your board | Interest on investments. .....-.- +--+ ++++sseereereeereees 41,364 42 
Pe € report says: ‘ With a view to reducing the annual in- | considered it best that no dividends should be declared until 9994.652 30 
est account of the company, negotiations were opened by | the financial condition of the company should be strengthened | ,,, Totl---i:--a0--serrrssreeerereceecere rete gone aiis a sessed 
How general counsel, under direction of the board, during the | by a reduction of the bills payable, and until the means should | 7)terest om bamde. «ono. s ee eecressesees 
par summer, with holders of a large majority of the three | be ded for the cons ion of the necessary facilities at | Taw rente and sundries needs ret 
ol ions of 7 per cent. income bonds, due January 1, 1922, re-| Batimore to accommodate the gro traffic of the road. | Cape May & Millville rental... 
tome in their agreeing to accept in exchange for the income | Both these objects paan bows accomplished, and there being m R. R., rental..........- ‘ie 
te at par, 5 = cent. cen a bonds at par, having 50 years | in the judgment of your a reasonable certainty, under | Swedesboro R. B., rental.........60.++e+eeeeees 
run, secured by mortgage. To provide for this excha: the p: modification of your bonded debt and the reduc- 238,962 55 


Surplus for the year.......... sabooshco Qenuee Oe 


€ meres 
se redeem one million other income convertible bonds mt tion of interest liability consequent thereupon, that the pay- 
The surplus is sufficient to pay a 7 per cent, dividend, but 


- vide for future use of the company an additional million | ment of regular semi-annual dividends can now be commenced 
» if required for its other purposes, a mortgage for ' and continued, it has been determined to pay in April next, 
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has been thought best to use it for new rails and equipment 
and the new depot at May. of keoping the ms 
system accounts o 

on «# plan similar to tha 


e expenses due to the careful 
watch of the train movements 80 pies om serv- 


unnecessary 
ice. This is especially required as the business of the road is 
ae peiahen : 


ear some 2,000 tons of 60- 

pound rails will be laid to 45- still in the 

main track ; a track-tank be built to avoid ea ny for 
Ww 


water ; a new depot at Cape May will be completed ; two heavy 
passenger te Aad dis new enue will bo put on ¢ e road for 
he heavy traffic of next Summer. 


Hartford, Providence & Fishkill. 

This road extends from Providence, R. I., westward through 
Hartford to Waterbury, Conn., 122.86 miles. There is a freight 
branch in Providence 0.82 miles long. The Pawtuxet Valle 
road, 3 miles; the Rockville 4.5 miles, and the Sout 


mil 
Manchester Railroad, 2.25 miles, are worked under lease. The 


road is, and has been for several years, worked by the trustees 
for the , among whom are the cities of Providence 
and Hartford. 
The annual submitted to the Rhode Island Legislature 
gives the follo figures : 
Bonded debt in Connectiout..........6.secceecsceeeeseeece $1,574,500 
” * Rhode PPIVITICCITT TITS LTT 481,000 
Total ($16,687 per mile), ........50+seeeeeeeeeee Perry ary ty, $2,055,500 


The annual interest charge is $143,885. The Hartford sinkin 
pa to $189,833.33, and the Providence sinking fun 
to 


654.08. 
‘ = earnings of the road for the year ending Dec. 81 were as 
‘ollows : 


Passe) TITTTTiTe Dedocchepecoosccosococesscococacees $485,865 09 
Freight... ecvecccces PPTTTTTITITITITITTTTLIT ITIL Ter TT 03 
Mails and express.,.......+..- coccce Coc cccccrcceesocccace 27,8717 78 
Rents .......06+ Fone bevb0csssdvececededecescocvescven + 80,793 56 

Total earnings ($7,457 per mile),.........6-eeeeeeeeeees $991,221 46 
Working expenses (81.09 per cont,)........0++receeeeeeee++ 808,778 22 
Taxes....++¢ Peeves eocecccce PTTTTTITI TT ecvceces .» 18,256 568 

Total expenses (82,93 per cent.)......-..eceeeeereeee + +++ $822,029 80 


- $169,191 66 
Ooereeereceeenecererseseersceces eoeeeees 166,321 61 


Surplus for year ......... PPPTTT TTT, TITTTT TTT TTT TT TTT $2,870 15 

The only report published with which this can be compared 
is that for the year ae Sk 30, 1874. Making the com- 

arisons with that period, the past year shows an increase of 

16,670.34 or 1.7 per cent. in gross earnings ; an increase of 
$5,063.28 or 0.6 7 cent., in expenses and taxes, and an increase 
of $11,607.06 or 7.4 per cent., in net earnings. 


Net earnings ($1,273 per mile),..........eeseeeceeeseeees 
Interest paid.... 


Master Car-Builders’ February Meeting. 


The meeting was called to order, Feb. 17, by Presid ent Garey, 
who stated that the subject for the evening was ‘‘ Draw-bars 
and Buffers for Freight Cars.” First, however, they would be 
addressed by a prac railroad man, who had given a great 
deal of attention and ht to the subject of the Senane 








ment of railroads, y and mechanically, Mr. James 
Blanchard, of W: Mr. Blanchard spoke as follows : 
“Tam well aware t he who commences to address an 
audience with an apo! himself at a disadvantage be- 
fore that audience. I will venture to say that through 


life my business has been th and working out, and not 
toling Be, Byes have any criticisms to pass u me, I 
hope they will be upon the thoughts presented, rather than 
on the words used to express those thoughts. 

“In W pte my views upor the subjects that may be 
touched upon, I shall do it in the form of a talk upon practical 
matters, rather than as a lecture upon any one subject, and 
shall begin by endeavoring to impress upon your minds the 
importance of correct thinking and of the proper application 
of such thought. 

‘Most of the errors that had crept into the practices of car- 
builders and car poss oese vent et wos thi > 
ing, or perhaps, more m the wan systematic 
and lon; continued thought. ‘or instance, many yonrs ago it 
was cus to use journals on car wheels 8 inches in length 
and 244 in diameter, but these were found too small. The an- 
swers to the question why they were too small was that they 
were not strong enough. That this answer was and is to this 
day only a partial one is now admitted. A correct method of 
thin upon this ane requires that you should ask your- 
selves, What effect would be produced by enlarging or length- 
ening our journals, or both these changes, beyond the 
mere increase of strength? Having thus questioned your- 
selves, you will find yourselves launched on an almost illimita- 
ble sea of thought, which must be explored and sounded to ite 
very depths to determine the question philosophically. The 
time is too short to t me to of all the conse- 
quences which would from so simple a change as the 
lengthening er enlarging a journal, but I will mention a 
few of these. 

“First, it would make n a change in the lubricant 
used. Second, itlessens the a ion of the metal, and so de- 
creases what we are in the habit of calling friction. Third, it 
makes it possible to use a different kind of metal for the box in 


which the journal rests ; and, fourth, it affects the weight of 
the axle, its bex and iteh . 
the subject of fric- 


‘ “And here I want to say « few words u 
tion, What is friction? I believe that the general thought of 
the public on that subject is, that it is resistance to motion. 


While that is it is a tion of 
what friction Paes phen tand It hoken ie yo geal 
on to the amount of 


what we er eeeeee ye 30 pro 
abrasion that takes een two pieces that are in con- 
tact, one or both in motion. It is perfectly clear to my 
place the bux upos it pus tse weight upse' fie bon, and, afer 

ace the box u ew u e a r 
havin lubricated. it, the car is put feieeiion. Prey the very 
instant that motion occurs a) apes to take place. That 
abrasion is what we are in the habit of calling friction. You 
all understand that the very instant that car begins to move 
the material of which the box is made, and the material of 
which the journal is made to be disintegrated, some- 
thing is taken away from each of those two pieces of metal. 
That disintegration will just acco! to the two kinds of 
ee Sa 

upon we have one of dis- 

integration; and if we put hardened cast steel on the journal 
in the form of a box, we shall have another degree of disinte- 
gration; and that disintegration is what aces the resist- 
ance to the movement, and hence we call it friction. 

“In hn days —- tee oe eepamary to use : 
wrough: a com on box of co , tin an 
zinc. It answered a on 


, use there was less dis- 
rtegration and the was not worn away as fast with that 


metal as it would have been—with cast iron, if you please. 
Suppose the cast iron net to be Boge et lubricated. If you 
were to run a cast-iron box, disintegration would be 
very rapid and the power to run that car would be just in pro- 
portion to the amount of disintegration that took place, so far 
as this part was concern 

“Having said this much on the subject of journals, let us turn 
our attention to wheels. Here is a theme which must be of the 
same interest to you that it is to me. In entering upon this 
—_ it is of importance that we commence at the right point. 

ny years ago I Jearned this fact, that in order to think ad- 
vantageously, we must think correctly, for nature’s laws are 
inflexible. inking does not make a fact; 1t only discovers a 
fact. I want to impress this on the mind of everybody, because 
80 many errors have crept into the practice of railroad men be- 
cause of ete | thinking, and more, perhaps, because of adopt- 
ing the thoughts of others, that it seems to me very important 
that we learn to think first correctly, and then we shall think in 
acecrdance with nature’s laws. 

“T shall ak first of the question as to the ma- 
terial out of which wheeis should be made. I do not advo- 
cate anybody's wheel or any particular kind of material. But 
suppose, for instance, we make a wheel of chilled iron, which 
is very hard. What do we make them of chilled iron for? 
Merely to prevent wear. We make them hard for the purpose 
of ma ing them durable. What 18 the effect of this chill on 
the track? The master car-bnilder says the wheels come into 
my department. We must keep the expenses of our depart- 
ment as low as possible. Now, a chilled cast-iron wheel will 
last longer than any other wheel, and so we will make chilled 
wheels ; and yet, 1t may be very licy to use those wheels, 
because the master car-builder forgets that the injury done to 
the rails by those wheels has to be paid for by the same com- 
pany, and out-of the same funds of the railroads that the 
wheels are paid for. I shall be met with the assertion that 
the action of the wheel on the track is not in the nature or 
character of a flaw. I sball admit that, if. the wheel were 
ey smooth and the track perfectly smooth there would 
very little of the pounding action take place. But we 
must speak of things as they are _ in_ practice. 
And here permit me to digress a little. In coming from Wash- 
ington y, I was very ay impressed with this idea of 
blows on the track. We came ata pretty high rate of speed 
part of the way, and every person in the car, lady and gentle- 
man, was tossing up and down. Why did this occur Be- 
cause the wheels under those cars were striking just that num- 
ber of blows on the rails. If any of you gentlemen should see 
a man in your shops drawing iron for a draw-head who should 
use & lead hammer, you would say he was crazy, or in a fair 
way to become 80, because you want to distribute the particles 
of the iron itself. On the contrary, if you were to seta man 
to fitting up in your foundry where we want shaping and 
forcing together, and he should use a steel hammer for that, 
you would say, at least, that he didn’t understand his busi- 
ness; but he should have reversed his two operations—the lead 
hammer for one place and the steel hammer for the other. I 
take it that the operation of hardened wheels is precisely like 
that. When these blows are given, the consequence is a 
greater destruction of the iron of which the rail is composed, 
or the steel, as it may be, and by destruction I mean disturb- 
ance of the pepe consequently a greater deterioration: of 
the material out of which the rail is made. This being the 
case, it does not follow that a chilled-iron wheel, because it 
weas longer than another wheel, is a cheaper wheel, by any 
means. 5 rant that there are many laws that enter into 
the consideration of what is the best material of 
which to make a wheel. If the chilled wheel is enough 
cheaper to pay for the injury it does to the rail, and is equally 
as safe, and the train can be drawn as easily as with a softer 
wheel, that is the wheel to use. But all these things must be 
determined before we can decide on the economy of using that 
kind of rail. The material out of which to make a wheel is 
that which will cause the disturbance of itself and the rail to 
be just as nearly alike as possible. If you take a hammer and 
strike a bar of iron a certain numbef of blows, pa deteriorate 
the iron just to the extent of the force of those blows, and just 
in proportion to the difference between the material of which 
your hammer and the material of the iron is composed. Is it 
not equally true in reference to the blows given to the rail? 
If you use steel rails, you should, in my ju ent, use steel 
wheels. I hope that the time is not far distant when we shall 
not use anything but steel. 

‘Another matter to which I wish to call your attention is the 
material out of which to construct car-bodies and trucks, 
That is just the kind of material which will endure the longest 
and afford the greatest amount of strength with the least num- 
ber of pounds of weight. You all know that we are carrying a 

eat deal of dead weight—non-paying freight, I think is a 

tter term. It is the non-paying freight on our railroads that 
has brought them into their present financial condition. It is for 
you, gentlemen, to determine what that material is. My judg- 
ment would be a compound of wood and steel, because there 
are various kinds of strains to be put on that material. We want 
what we call stiffness. We want resistance of torsional strains, 
resistance to compression, durability or freedom from decay, 
and these are necessary to make a good car. If we can make 
a car out of material, or materials, that will serve all these 
purposes, and reduce the weight of the car, itis of very little 
consequence what the first cost of the material is. I believe it 
will be found that a compound of steel and wood—I speak 
now of sills, plates, car-trucks and all that sort of thing—will 
be the best material. 

** One thing more I want to say about the size of car journals 
and the materials out of which the boxes should be made. 
Some say that if you increase the diameter of the journal, you 
increase the friction. That is a great mistake. Let us see 
what the laws of nature say. You have resting upon the 
journal a given amount of weight. Every additional pound 
_ say increases the friction; I say, the abrasion. Now take 
he standard and we have a journal two inches in diameter. 
With the same length we increase it to 3 or 3% inches. Some 
say that increases the friction on the journal. I say that the 
weight upon that journal acts to bring the particles of the two 
into more intimate contact. The more weight on a small 
journal, the more intimate the contact and the more rapid the 
degree of abrasion. If we spread that over a greater area of 
surface, we have only the same amount of weight. 
the diameter and not of the length. Consequently, the con- 
tact between the particles of the two is less intimate, and conse- 
quently, instead of making more friction, it makes less. Be- 
yond all question, it seems to me car journals should be made 
as large as they can be, consistently, without making the 
wheel-seat too large, 

“Now, then, what should be done to car journals after they are 
prepared to receive the boxes, and what kind of material 
should be used in making boxes? In the first place, it seems 
to me that the car journal should be made hard, and that can 
very easily be done. There are many processes. You all un- 
derstand the old case-hardening. Other processes are cement- 
ing ta aa which will increase its wearing surface with- 
out injury. 

“Lead Ls been used for car boxes, and it has performed well, 
very well. 

“And here is a curious fact: we must either make our car 
box of the softest metal we can get, or the hardest. 

“Having bardened our journals by case-hardening or steelify- 
ing, I should next make the box as hard as possible. I believe that 
it is possible to make a journal and a box so hard, or so soft, as 
to cause them to run with one-twentieth part of the oil now 
used. I believe that it is possible to make them so as to run 
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and reduce the abrasion 80 per cent. of what now takes place. 
And I think that this result, when reached, as I have no doubt 
it will be, will be reached by hardening the journals as hard as 
possible, and then using the softest material or the hardest 
material—and I have great doubt, yet, which is the best—for 

XeB, ‘ 

“One thin more in reference to this matter of er a4 
things, and I speak now from my own experience. 
the abit, for a great many years, of looking at things through 
my own eyes alone; but I found after a while that that wouldn't 
answer. could see a mass of iron before me, ut railroad 
gentlemen call an axle, with my eyes; but I couldn’t see the 

articles of which it was composed and understand their rela- 
ion one to the other, the cavities between these particles, and 
understand what effect they have upon the mass. And so there 
are a thousand and one things that I can’t see with ont 
your eyes. So I think you must learn to look with something 
else, with your brain, with your reasoning oe ey upon 
these things. We must so study them, so investigate that we 
shall be able to tell exactly what the effect of what we are go- 
ing to do will be. If we can do this, we shall make a great 

vance on our present practices.” 

At the close of Mr. Blanchard’s discourse, Mr. Harry Rod- 
ers, of Janesville, Wis., presented a car — which had made 
07,100 miles with a wear of less than four pounds, and a wear 

on the axle of less than one-fourth of aninch. It ran under 
an express car which had an average load of seven tons, mak- 
ing the total weight 19 tons, > 

r. Blanchard, after inspecting the journal, said he thought 
it —— his theory. There was a box having « given degree 
of hardness. That degree of hardness, together with the form 
and the quality, and the care taken of it, had enabled it to do 
a large amount of service, and the box was not worn out yet, 
hardly. He thought if the journal had been made as hard as 
it could have been made, it would not have worn perceptibly 
in that time. 

Mr. Rodgers said the brass was made from a pattern he made 
himself, and he would defy any man to havea hot box with 
that brass. 

Mr. Adams asked Mr. Blanchard if we should lighten eur 
cars and place them in trains made up of such heavy cars as 
we are now running, whether we should not expose them to 
danger of wont § 

- Blanchard said that was an important question, but he 
thought if the lighter cars were made of the same weight as 
the ordinary ears and had sufficient strength to resist the com- 
pressing force brought against them and the torsional strain 
on them, he could not see that heavier cars would be preju- 
dicial to them. 

Mr. Adams said the question seemed to be to get lighter cars 
and yet get sufficient strength to resist the connections with 
our present heavy stock. When we found a weak point in our 
cars we made it stronger, and so we have made our cars very 
heavy; but as the strength of the car is increased, the ten- 
dency of the agents is to = bigger loads into them, increasing 
the concussive force and breaking them up in the same - 
tion that they did before. It had occurred to some of them 
that it would be dangerous to make a lighter car, for fear of 
the weight that would be put into them. If they were suffi- 
ciently versed in the strength of the materials, they might ac- 
complish the object. On the other hand, perhaps men who 
had the scientific knowledge would not have the practical 
knowledge necessary, and these must be combined to accom- 
plish the result. 

Mr. Blanchard said he would recommend that experiments 
be made and if it is found that one force for this material to 
resist is compression, and that a pound of steel can be _ in 
such form as to resist as much compression as can possibly be 
resisted by a pound and a half of wood, I say, use the steel. 
He would have different materials subjected to the different 
kinds of strain of compression, torsion, etc., and ascertain 
which would bear the most; let that material be substituted 
for the wood, 

The President then notified the gentlemen present who had 
models of car buffers, cou lings, etc., to present them. 

Mr. Eaton Stone presented his coupler. 

Mr. ‘Dutcher, of Port Jervis, exhibited a model of an auto- 
matic coupler, for which he claimed simplicity, cheapness, du- 
re ease of application, etc. 

Mr. Filkins claimed for his coupler that with a 4-inch dog 
and a foot of link it prevented the lateral motion of the car, 
drawing the train in a direct line. 

Mr. Adams said that the presence of all these different models 
gave encouragement to car-builders to come to this conclu- 
sion: that the link and pin are an immense expense to rail- 
roads, and the consequence 1s that we have made up our 
minds, it it were possible, to have something to obviate the 
difficulty, a coupling that could be made without the pin or 
link, and be done safely. He thought he should have to admit 
that Mr. Stone had come nearer to it than anything he had 
— and yet he thought there may be some objections raised 

it, 

He then referred to a model which came from Dubuque, 
upon which Chicago officers had —_- favorably after prac- 
tical examination. The same difficulty occurred, bowever, that 
of unhooking. He did not know anything produced yet that 
would really meet expectations and warrant adoption. The 
matter of adopting a self-coupler would be of little value to one 
road. Suppose, for instance, his road adopted a coupler, and 
no other road did. Their cars are away from home more than 
at home, They would get no advantage from the coupler, 
but somebody else would. No one road can adopt 4 
re unless it is made universal. His own conviction was 
that when they were able to come forward with some practical 
thing which they could demonstrate beyond a doubt to be a 
success and a matter of economy to adopt, there would be a 
movement of railroads to carry that into effect. Mr. Stone's 
adds considerable = amy, over the ordinary coupler. That 
would be a disadvantage. But, as Mr. Blanchard said, it makes 
little matter what a thing costs, provided they get their money 
out of it. But ar! had to deal with men who look pretty 
closely at what a thing costs, and they must be able to demon- 
strate clearly that it will pay for itself. He thought there was 
a good deal of merit in the buffer from Toledo, but it had the 
objection that the others had, that it would require a long 





President Garey said a demand was felt all over the country 
for an attachment to couple cars together. He thought the 
Patent Oftice would show more inventions for this than any 
two others. They had more damage occurring from buffi 
than drawing. If they could overcome the difficulties of 
ing, he thought there would not be much trouble in getting & 

attachment for drawing, whether it were a hook, or they 
ad to coatinue their link with a fast pin. It was certain that 
they must do something. Their managers were now drawi 
with the same engines 50 to 65 cars that five years ago w 
not have been required to take over 15 to 17. at calls for an 
increase of strength between the drawing attachments and an 
increase of the strength of cars. 

_ Referring to the injuries to persons which had been men 
tioned by some of the speakers, Mr. Adams said that he 
thought too much fault was laid to the construction of the cars. 
About 9 out of 10, at least 7 out of 10 are injured by their ow 
carelessness or the carelessness of some other employe. 
the accidents on his road were chiefly in uncoupling. 
too, he thought whiskey was responsible for more even than 
the imperfect contrivances. 

A vote of thanks was given Mr. Blanchard for his address, 
and the meeting adjourned. ; 





